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When the score is tied and the play : 
is close—when the bleachers are raving ” 
and the grandstands are ‘‘on his neck”’ 

—it’s a hard, tough decision for ‘‘dat Bum’’. 
But when the runner is across the plate with plenty 
of time to spare, it’s easy—no trick at all. 


If the play was close in the traffic field—if there were 
other “‘just as good’’ ways as via Norfolk and Western to 
route your freight between the West, Midwest and the Vir- 
ginias and Carolina, you traffic men would have something 
to scratch your heads about. 


But, since N. & W. is the only direct, all-rail route con- 





Ask your nearest N. & W. rep- 
resentative about the new 


necting the West and the Midwest with the Port of Norfolk Sactiate istiinaiieiesi ta Bitte Bae ; 7 

—since N. & W. service is fast, dependable, economical— advice on packing, routing and While 

i since the N. & W. team is on its toes and ready rates—ask for any helpful and o 

for every ‘assist’ — it is an easy, safe decision to traffic information—and you'll in ful 

te . : ‘3 readily see why N. & W. leads 

say “route it via N. & W. \ 
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Industry in many areas of the country, particu- 
€ larly in the Chicago area, is suffering serious inter- 
ference due to the strike of the coal miners. 

In this area, all production was limited to a 24-hour 
total the week of May 6. This worked especial hardship 
on the printing industry which normally operates two 
shifts daily. 

Because of this, this issue of the Traffic World is 
late and is somewhat smaller in size than it ordinarily 
would be. 

We have, however, made an attempt to include in 
it all of the news of developments in the field of trans- 
portation up to the time of going to press, being con- 
cerned only with condensing some of the later material 
so that it could all be included into the available space. 

It is unfortunate that the very causes of our diffi- 

culties make complete information about transportation 
particularly important at the moment. The increasing 
shortage of coal necessitated serious curtailment of 
transportation for a time, when the Office of Defense 
Transportation and the railroads took steps to conserve 
the dwindling coal supplies. 
None of these matters have been neglected in pre- 
paring this issue of the Traffic World, although we have 
not handled some of them in as much detail as we 
should have liked. 

The Daily Traffic World was sent to subscribers 

each day. On two days, when it was impossible to pro- 
duce it by the regular printing process, issues were 
mimeographed in shortened form. 
The Traffic Bulletin will also be a day or two late. 
While some material may be omitted from it, dockets 
and other releases of rate committees will be included 
in full. 

We ask the users of our publications to bear with 
us. Under difficulties, we did our job as best we could. 
We are sure that they realize that, like other Amer- 
ican industry, the circumstances that caused some de- 
fects in our service were completely beyond our control. 

































The League Takes a Stand 

There have been times in recent years when friends 
of the National Industrial Traffic League have won- 
dered whether it was losing stature. Failure to meet 
issues squarely sometimes raised the question as to 
Whether it would long maintain its claim to speak for 
the shippers of the country. 
The league’s action, this week, in speaking strongly 









We Feel the Coal Shortage 
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against hasty action on the petition of the railroads for 
a heavy increase in freight rates in Ex Parte 162, 
coupled with its statesmanlike admission that some in- 
crease was needed and that the Ex Parte 148 rate scales 
should immediately be reinstated, was forthright and 
statesmanlike. 

Equally praiseworthy was its action in calling on 
Congress to do something to preclude a breakdown of 
transportation through nationwide strikes in other in- 
dustries, aimed particularly at the coal strike that 
promised to cripple transportation along with most of 
the country’s industry. 

There might have been some objection to the reso- 
lution on the subject, presented by Mr. Moore of the 
Southern Piné Association, on the grounds that it was 
essentially political, or at least on such a broad eco- 
nomic plane as hardly to be classed as dealing wholly 
with transportation. The league, however, sensed the 
critical circumstances and refused to dodge behind a 
narrow definition of its function. There was a time 
when it would have done so. Friends of the league are 
glad that time has passed. 
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Rate Reinstatement 


Traffic League, at Chicago meeting, recommends 
lifting of Ex Parte 148 suspension as “stop-gap” rev- 
enue aid for railroads; prepares for participation in 
Ex Parte 162. Bryan heads steering committee. 
Adopts strong resolution against nationwide strikes 
and proposes price legislation to enable absorption 
of added transportation costs 


By ROBERT J. BAYER 


The National Indusrtial Traffic League, in a special mem- 
. bership meeting at the Palmer House, Chicago, May 7, 
adopted a series of recommendations put before it by its execu- 
tive committee, bearing on the petition of the railroads for rate 
increases in Ex Parte 162. It also adopted enthusiastically a 
recommendation that Office of Defense Transportation heavy 
carloading orders Nos. 1 and 18A be allowed to expire June 30, 
when the O.D.T. intends to wind up its affairs. 

Those two matters were the only ones on the agenda of 
the meeting, brought over from a meeting of the executive com- 
mittee held the day previous, but the meeting—which was said 
not only to be the shortest in the annals of the league, but was 
probably the best attended, well over 500 being present—also 
acted on two matters presented from the floor, having to do 
with the effect of freight rate increases on price ceilings, and 
with the hazards imposed on transportation by the general 
coal strike. 

The recommendations of the executive committee on the 
rail rate increase petition was adopted with only one slight 
change. As adopted, it read: 

Upon thorough consideration of the petition of the railroads for 
a general increase of 25 per cent (with modifications) in freight rates 
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and charges, now pending before the Interstate Commerce Commission 
under Ex Parte 162 and reopened Ex Parte 148, and having in mind 
the support always given by the league to the objectives stated in 
the national declaration of transportation policy set forth in the pre- 
amble to the interstate commerce act, the executive committee recom- 
mends to the membership of the league reaffirmance of such policy and 
adoption of the following statement and proposals: . 


Rate Increase Recommendations 


1. Unquestionably the railroads are confronted with increases in 
operating expenses, largely through general wage increases, which 
will wipe out the net income of most of the railroad systems. 

2. It is of paramount public importance that during the early 
postwar and reconversion period the country and industries shall 
have sufficient and efficient railroad transportation facilities and services. 

3. The ability of commerce and industry generally to bear the 
shock and burden of increasing transportation costs and higher freight 
rates and charges is a question of gravest public importance, which 
cannot be determined in a short hurried hearing. d 

4. Increased freight rates may be disastrous to many individual 
industries or branches of business, and seriously burdensome to others; 
and any general increase may have discriminatory effects, which should 
be considered and avoided if possible. 

5. In its reply filed with the Commission to the railroad petition 
for increases, the league urged that the prayer for summary relief be 
denied because of the gravity and importance to the whole national 
interest of the questions presented by the petition and that there 
should be fair opportunity for development of the basic facts and 
discussion of the effects of the increased proposals before such new 
rates shall become effective, even temporarily. The league is gratified 
that the Commission assigned the matter for hearing beginning May 6. 
It recognizes that such hearing is sufficient for reaching a temporary 
conclusion for interim relief, but it is not sufficient to support final 
conclusions of permanent nature. 

6. The league instructs its officers and counsel to urge the Com- 
mission, in the proceedings now on hearing at Washington, immedi- 
ately to restore the emergency Ex Parte 148 increases which are now 
under suspension, as a temporary measure and as a stop gap to 
permit of orderly and adequate investigation and proper determination 
of all questions of the lawfulness and propriety of proposed increased 
rates, and of economic matters bearing on the ability of commerce 
and the public to pay such increased rates, and consequently the 
probable revenue effect of such rates to the carriers. 

7. The league further directs its officers and counsel to participate 
in the hearings in Ex Parte 148 and Ex Parte 162 to develop all the 
facts that will aid in the sound determination of all general questions 
(without entering into any controversial details of rate relationships) 
in support of the principles expressed in the declaration of national 
transportation policy set forth in the act. 

8. The league seeks fullest cooperation of the regulatory authori- 
ties of the individual states with the Interstate Commerce Commission 
in the procedure and in final concurrent action. 

A special or steering committee is authorized to cooperate with 
the officers and counsel in carrying out the petition of the league as 
above stated to be appointed by the president of the league. 


John S. Burchmore, of league counsel, said that the rec- 
ommendations represented a ‘‘middle-of-the-road’” compromise 
of views of members of the executive committee varying all the 
way from those who wanted to stand firmly against any freight 
rate increase to those who thought the railroads ought to get 
all they asked for. He said there was no intent, in the recom- 
mendations, to preclude individual members from taking any 
position they wished with reference to their own particular 
rates and other transportation problems. What the recommen- 
dations did, in effect, he said, was to “trade” the recommenda- 
tion for immediate restoration of the Ex Parte 148 increases 
for full and complete hearings in the Ex Parte 162 case, at 
which every shipper might have his say. 


There was considerable discussion from the floor before 
the recommendations were adopted. Some sought to have them 
broadened to include such things as insistence on the adoption 
of operating economies by the railroads as precedent to the 
reinstatement of the Ex Parte 148 increases; others offered 
objections in varying measures to that recommendation as con- 
tained in paragraph 6. W. A. Cramer, traffic manager, western 
district, United States Steel Corporation Subsidiaries, and 
W. A. Mayfield, manager, transportation department, Swift and 
Company, were among those who took that view, pointing out 
that the league ought not to recommend percentage increases, 
because they were disturbing to rate relationships. There were 
also proposals to amend that paragraph, but when the question 
of adopting it as it stood was put to a vote, it won overwhelm- 
ingly. A moment later a chorus of “ayes” also put the league’s 
stamp of approval on the recommendations as a whole. 


Related Recommendations 


In quick succession, the meeting then voted approval of a 
number of related recommendations. One of these expressed 
opposition to the proposed rule for the disposition of fractions 
contained in Section 5 of the railroad’s petition and asked the 
Commission to use, instead the rule it had formulated in its 
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decision in Ex Parte 148. A second opposed the proposed in- 
crease of minimum charges for carload freight to $20 “except 
as it may be intended to be the minimum proposed in para- 
graph 2 of Classification Rule 13.’ Still another recommended 
that industries interested in proposals with reference to acces- 
sorial charges place their positions before the steering commit- 
tee provided for in the recommendations for the study and 
action of that committee. All these auxiliary recommendations 
were adopted, although there was considerable discussion about 
the one on the carload minimum charge. Some of the members 
thought the league ought also go on record as opposed to in- 
creases in less-carload and merchandise minimum charges. The 
discussion finally ended with the adoption of a motion opposing 
“any fixation of minimum charges on less-carload freight, bag- 
gage or express in this case.” 

A motion to discharge the special committee on Ex Parte 
148 with thanks was adopted. 

A recommendation of the executive committee, that the 
league oppose any general increase in freight forwarder rates 
on less than statutory notice was adopted unanimously. 


Abolition of O. D. T. Carloading Orders 


John B. Keeler, assistant general traffic manager, Koppers 
Company, put before the meeting the recommendation of the 
executive committee with reference to the continuation or aboli- 
tion of O. D. T. General Orders 1 and 18A. He presented a 
letter from Director Johnson of the O. D. T., stating that his 
agency would go out of existence the end of June and asking 
the advice of the league as to what should be done about those 
orders. The letter said that there still was and would likely 
continue to be in the coming months a tight railroad freight 
car situation and added that, if the orders were to be kept 
alive, some sort of Commission action probably would be nec- 
essary. 

When the executive committee recommendation, that the 
orders be permitted to expire on June 30, was read, however, 
the meeting met it with applause and showed impatience to get 
to voting on it. The almost unanimous approval of the recom- 
mendation was a foregone conclusion. 


Anti-Strike Resolution 


A. G. T. Moore, traffic manager, Southern Pine Association, 
spoke from the floor, and was eloquent about the dangers to 
transportation inherent in the present coal strike. There was 
not much point in fighting for an equitable rate structure, 
said he, if American industry lacked the adequate and efficient 
transportation system on which it could be applied. Members 
of the league had duties not only as shippers and shippers’ 
representatives, but as American citizens to do what they could 
to preserve our constitutional institutions, he said. He presented 
a resolution setting forth the present perilous circumstances, 
and stating that ‘‘as protectors of shippers’ interests in adequate, 
economical, safe and efficient transportation services, and as 
citizens who individually are injuriously affected by strikes of 
national scope and effect” the members of the league called on 
Congress to curb the activities ‘of any organized selfish minor- 
ity so that it shall not commit acts which would tend to para- 
lyze the nation’s arteries of commerce; to strangle the national 
economy; to usurp the powers to tax, which the people have 
delegated solely to local, state and federal governments, or to 
vitiate the constitutional rights of the citizenry at large.” The 
resolution provided that copies of it should be sent to members 
of Congress and to the President. It was adopted. 


Price Regulation Resolution 


Arthur C. Shier, general traffic manager, General Foods 
Corporation, pointed out that industries that depended in a 
large measure on transportation were having added to their 
costs of doing business not only the wage increases of their own 
industries but those of the railroad industry, through freight 
rate increases. He represented a resolution, putting the league 
on record as favoring legislation to amend the emergency price 
control act so that this double added cost could be added to 
the products of those industries without individual consider- 
ation by the price conrtol board. His resolution was adopted. 


Members of Steering Committee 


Alonzo Bennett, vice-president, Federal Compress & Ware- 
house Company, president of the league, who presided at the 
meeting, announced the membership of the steering committee, 
to give effect to the rail rate increase recommendations, as 
follows: 


Chairman, J. E. Bryan, traffic manager, Wisconsin Paper and Pulp 
Manufacturers’ Traffic Associaiton, Chicago; Lowe P. Siddons, traffic 
manager, Holly Sugar Corporation, Colorado Springs, Col.; Marcus M. 
Emmert, traffic manager, Coca-Cola Company, Atlanta, Ga.; L. F. Orr 
Pet Milk Company, St. Louis, Mo.; Mr. Keeler, and I. F. Lyons, traffic 
director, California Packing Corporation, San Francisco, Cal. 
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Rail Revenue Needs Canvassed 
in Ex Parte 162 Hearing 


Railroad statistician foresees estimated net loss of 
$345,000,000 in 1946 unless increases in freight rates 
are granted. Ton-miles for 1946 estimated at 550,- 
000,000,000, and revenue passenger-miles at 65,000,- 
000,000. Shorter hauls, increased wage and materials 
costs, lighter loading and decreasing traffic cited as 
unfavorable factors. O. P. A. and O. E. S. insist on 
“adequate hearing.” Shippers testimony goes in at 
separate hearing. Rail official says increase will not 
divert traffic from rails to motor and water carriers. 
Other shippers file documents admitting rail needs 
but insisting on full hearings 


Increased costs of wages and supplies and materials, and 
a change in the consist of traffic as now handled from that of 
war-time traffic, resulting in shorter hauls and lowered per 
car earnings, among other things, were urged before division 
2 of the Commission by railroad witnesses, May 6, first day of 
the hearing in Ex Parte No. 162, Increased Rates and Charges, 
1946, in which the railroads asked for a 25 per cent increase in 
freight rates, effective May 15 on one day’s notice, and without 
suspension. 

The division is hearing the petition in Ex Parte No. 162 
insofar only as it requested permission to make the increases in 
rates and charges effective May 15, on one day’s notice. With 
that proceeding, it is also hearing Ex Parte No. 148, Increased 
Railway Rates, Fares and Charges, 1942, which was reopened 
to determine whether the increases there granted, suspended 
since May of 1943, should be restored, effective May 15, with 
such changes or modifications as might be determined to be 
just and reasonable (see Traffic World, May 4, p. 1351). 

Sitting with the division to hear the proceedings were the 
following members of state commissions: Lawrence W. Can- 
non, Indiana Public Service Commission; J. W. Cornell, Idaho 
Public Utilities Commission; J. C. Darby, South Carolina Pub- 
lic Service Commission; Leon Jourolmon, Jr., North Dakota 
Public Service Commission; Carl W. Reed, Iowa State Com- 
merce Commission; and Harold A. Scragg, Pennsylvania Pub- 
lic Utility Commission. - 

In preliminary- announcements concerning the procedure 
to be followed, Commissioner Aitchison, chairman of the divi- 
sion, said the supplemental applications of the freight forwarders 
and water carriers, for increases in the same amount as may 
be granted the railroads, would be considered as germane and 
would “now be heard.” Whether there were other issues in 
those petitions would have to be ascertained, he said, after the 
issues before the division in the instant proceeding had been 
developed. 

Observing that it had been stipulated in Ex Parte 148 that 
all reports to the Commission would be considered part of the 
record, Commissioner Aitchison said the Commission would in- 
troduce no testimony. 

He said it would be unnecessary for interested parties to 
file petitions to intervene in Ex Parte 162 and that the peti- 
tions that had been filed would be received as statements of 
position. 

He also said the Commission would like the views of the 
parties on whether minimum charges on less-carload shipments 
Should be prescribed, and whether a minimum rate should be 
prescribed on less-carload shipments on which free pick-up and 
ort, service was furnished, and if so, what those charges 
shou e. 


Dr. Parmelee’s Statement 


J. Carter Fort, vice-president and general counsel of the 
Association of American Railroads, and conducting the case 
for the railroads, introduced as his first witness Dr. Julius H. 
Parmelee, director of the Bureau of Railway Economics of 
the A. A. R. 

Saying the three wage increases of 1941, 1943, and 1946 
had increased the annual labor bill of Class I ra‘lroads by 
$1,278,000,000 on the basis of the estimated employment for 
1946, with additional payroll taxes of $77,000,000, and that the 
cost of materials and supplies in 1946 was estimated as $500,- 
000,000 more than if 1939 prices were in effect, he said the 
total increases in 1946 on the basis of estimated operations 
Would be $1,855,000,000. 

The freight rate level was no higher today than in 1939, 
he said, and referred to an exhibit which showed the gross 
freight revenue to be derived in 1946 from the proposed 25 per 
Cent Increase in rates estimated at $998,427,000. Contrasting 
this with total increased cost since 1939 of $1,855,000,000, he 
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said the relief sought was about one-half as great as the in- 
crease in railroad operating costs. 

The exhibit to which he referred also carried estimates of 
annual increases, based on 1946 estimated traffic, of $425,413,- 
000 if the Commission decided to grant the carriers the in- 
creases asked in the original petition in Ex Parte 148, or 10 
per cent. It was also estimated that, if the Commission decided 
to restore the increases granted, averaging 4.7 per cent, the 
increased revenues would amount to $223,450,000. 

Dr. Parmelee’s estimates as to revenue were based on 
estimated revenue ton-miles for 1946 of 550,000,000,000. He 
——— that revenue passenger miles would be 65,000,- 
000,000. 


Decreases in Freight and Passenger Traffic 


Tracing monthly trends since 1939, as shown in his exhibit, 
the witness said total operating revenues, reflecting the joint 
influence of ton-mile and passenger-mile trends, showed a de- 
crease in December, 1944, and again in February, 1945. He 
said decreases were registered also in each of the last six 
months of 1945, the aggregate decrease for the six months 
being $598,000,000, or 12% per cent. 

Referring to preliminary returns of railroad revenues for 
April from 50 of the largest companies (companies that, in 
April, 1945, earned 85 per cent of the total Class I operating 
revenues), Dr. Parmelee said the returns showed freight rev- 
enue less than for April, 1945, by 32.2 per cent; passenger rev- 
enue less by 16.3 per cent; total operating revenues less by 
28.5 per cent. In the first quarter of 1946, he said, the decrease 
in total operating revenues was 18 per cent. 

Discussing railroad traffic trends, Dr. Parmelee said his 
estimated 550,000,000,000 ton-miles for 1946 was a decrease of 
19.2 per cent under 1945 and of 25.4 per cent under 1944. After 
reviewing the method followed in developing the ton-mile fig- 
ures, Dr. Parmelee said that, because of the tremendous move- 
ment of goods to the ports in the war period, and other war 
factors, the average haul per ton had increased by about one- 
third between 1939 and 1944 (from 369.8 miles to 494.3 miles 
based on tons originated and ton-miles of Class I railways) 
and added the average probably increased in the first 7 or 8 
months of 1945 because of increased movement of goods to 
Pacific Coast ports. Thereafter, he said, it probably declined 
sharply, adding that “data are not now available to verify 
these conclusions, but for the year 1945 as a whole the average 
haul decreased from 494 miles to 478 miles, or 3.3 per cent.” 

After referring to the factors considered in his estimate 
of ton-miles for 1946, Dr. Parmelee said the prospective ton- 
nage was 1.6 per cent below 1929, but that prospective ton- 
miles, as developed, were 23 per cent greater. 

He said his estimated passenger-miles represented a de- 
crease of 29.2 per cent under 1945, and a decrease of 32 per 
cent under 1944. It was clear, he said, that a sharp downward 
trend in passenger traffic was under way and that, for the first 
quarter of 1946, based on preliminary figures, they showed a 
decline of about 7 per cent below the correspondimg 1945 quar- 
ter and of about 13 per cent below the same 1944 month. The 
1944 comparison was more significant, he said, because military 
movements in the first and second quarters of 1945 were com- 
paratively light. 


Prospective 1946 Figures 


Dr. Parmelee then turned to a table comparing the 1945 and 
prospective 1946 income account. Without the proposed in- 
creases in freight rates, his table showed total operating 
revenues estimated at $6,800,000,000; total operating expenses 
at $6,000,000,000; net railway operating income at $75,000,000 
(representing, he said, a return of less than one-third of one 
per cent on railroad investment); fixed and contingent charges 
at $560,000,000; and a deficit of $345,000,000. 

The table showed estimates of the prospective figures for 
1946, if adjusted for the proposed rate increases. If made effec- 
tive May 15, net income was estimated at $185,000,000; if effec- 
tive July 1, $120,000,000; and if it had been possible to make 
them effective for the entire year, the hypothetical figure for 
net income was shown as $430,000,000. 

Labor costs, he said, were calculated on the employment 
of 1,300,000 workers throughout the year, averaging 2,666 hours 
each, and paid at the rate of $1.115 per hour, accounting for 
hours paid for of 3,466,000,000 in 1946, a decrease of 12.9 per 
cent under 1945. The total payroll, he estimated, would be 
$3,865,000,000, of which he said about 95 per cent, or $3,670,- 
000,000 would be charged to operating expenses. 

As to a reasonable level of railroad earnings, Dr. Parmelee 
said the property investment of railways of Class I at the end 
of 1945, including working capital, approximated $22,600,000,000, 
after depreciation and that “to service such an investment ade- 
quately, railroads should have a net railway operating income 
of not less than one billion dollars per year, on the average.” 
He said he used the word “service” to mean meeting all finan- 
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cial obligations necessary (1) to pay interest charges and meet 
other obligations and (2) to maintain railroad credit. : 

“What would a billion dollars of net railway operating 
income represent, in the way of a rate of return?” he asked, 
and continued: “On the basis of property investment, less de- 
preciation, the rate would be 4.42 per cent... .” 

After tracing earnings from passenger service, and saying 
a net operating deficit was reported for each year from 1936 
to 1941, with the passenger deficit translated into a net oper- 
ating income in 1942, and with net operating income from 
passenger business averaging nearly $250,000,000 a year in 
1943, 1944, and 1945, he said the tremendous increase in pas- 
senger volume and particularly in troop movements was the 
“controlling factor in this showing of net earnings, instead of 
deficits, from the passenger service.’ He estimated that, par- 
ticularly after troop movements had largely ceased by July 1, 
the net from passenger operations would approach the vanishing 
point and might even disappear in the later months of 1946. 
He added that “thus passenger traffic volume was a significant 
factor in keeping railroad net earnings at the high levels of the 
war, and its rapid decrease will be as significant a factor in 
reducing that net in the near future.” 

Dr. Parmelee’s further testimony dealt with the increase in 
rail capital expenditures from 1921 to 1945, with operating 
trends as showing the efficiency of the railroads; with railroad 
dividends, saying increased war earnings had not been devoted 
to large increases in dividend payments to stockholders; and 
with revenue and load per freight car. 


Farm Prices Up 


One sheet of his exhibit showed the wholesale price of all 
commodities as increasing from 95.7 in 1939 to 131.3 in 1945, 
a rise of 37.2 per cent. Farm products, he said, showed the 
greatest Increase of any group, a rise from 85.9 in 1939 to 
168.7 in 1945, or 96.4 per cent. Later he said prices received 
by farmers, 1945 compared with 1939, had increased 113 per 
cent, whereas the prices paid for them for living had increased 
54 per cent and prices paid for items utilized in production, 
42% per cent. 

Commissioner Aitchison said, at the close of Dr. Parmelee’s 
testimony, that cross-examination of the witness would be 
porcir orig until the parties had had an opportunity to study his 
exhibits. 


Burlington President Testifies 


Ralph Budd, president of the Chicago, Burlington & Quincy 
system, said delays to reconversion and production occasioned 
by “the many prolonged strikes,” and the uncertainty of crop 
yields so dependent on the weather for the next few months, 
“might well raise some fear that Dr. Parmelee is overly op- 
timistic” in estimating freight revenues of Class I roads for’ 
1946 at $5,100,000,000. He observed that wages of rail em- 
ployes were about 48 per cent higher than before the war, and 
prices of materials and supplies about 44 per cent higher, add- 
ing that “these high levels of wages and costs of supplies will 
prevail whatever the volume of traffic may be.” They were, 
he said, likely to go higher, because of changes in rules recom- 
mended by the President’s fact finding board to which the 
railroads had agreed, and with increases in the cost of supplies, 
especially fuel, in prospect, while freight rates were at the pre- 
war level and passenger fares carried the 10 per cent increase 
in basic fares permitted under Ex Parte 148. 

The railroads had been able to pay higher wages and higher 
prices for materials, ‘and much the highest taxes in history” 
and yet, at pre-war freight rates to earn substantial though 
declining net income in the war period, he said. The question 
was how they would fare with less operating revenue and in- 
creases in wages, materials and supplies. 

Speaking of the consist of traffic, he said the commodities 
handled in the war period were made up to a much greater 
extent of manufactured goods and munitions of war than in 
peace times which, he said, had the effect of increasing the aver- 
age revenue per ton-mile. Longer hauls and more heavily 
loaded cars were among the advantages he cited, as well as the 
greatly reduced movement of empty cars westward. He said 
shippers could not be expected in peace time to assume addi- 
tional expense or disrupt their established methods of doing 
business in order to load or handle cars as they did during the 
war, as they would wish to have their traffic handled “to suit 
their commercial convenience and interests, which will mean 
lighter loading in many instances.” The five-day week in in- 
dustry would tend to slow down turnaround time, he continued, 
and said the average length of haul would also be greatly re- 
duced, these changes requiring a larger number of cars and 
locomotives to handle the same amount of traffic. 


After discussing the war-time restrictions on railroad pur- 
chases, he said no outstanding improvements had been made 
in railroad plants or so-called know-how of operating them 
during the war that could be employed to yield important econ- 
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omies in peace time, because the railroads had had to take 
what they could get because of the pressure of war-time de- 
mands for critical materials. Railroad management had the 
job of keeping everlasting at it in its effort to bring about im- 
provements and economies, he said, but that ‘there does not 
seem to be any possibility of suddenly overcoming the added 
expenses which will be incurred. . .” 

He said he did not think the travel habits of the people 
would be changed and that they would continue to do the 
great bulk of it by private automobile. While new trains be- 
tween large centers of population would “give a good account of 
themselves,” Mr. Budd said that “the probabilities are that the 
passenger business as. a whole will fail to contribute anything 
toward net railway operating income when costs are allocated 
according to the method prescribed by the Interstate Commerce 
Commission.” 

He said the alternative to permitting the railways to earn 
the revenue they needed to preserve their credit and keep 
abreast of progress “is to enforce a deterioration and possibly 
an ultimate nationalization of the railroads.” That, he said, 
would not mean a saving to any one, but quite the contrary 
as the cost of bringing the railroad properties up to require- 
ments under public ownership would be more than by per- 
mitting the railroads to earn enough to make possible constant 
betterments. 


C. of Ga. Trustee Needs 26.4 Per Cent Increase 


Merrel P. Callaway, trustee of the Central of Georgia Rail- 
way Co., after reviewing the situation of his railroad, which 
he said would be “most precarious and most uncertain,” as 
would that of other railroads of the southeast similarly situ- 
ated, without the increases, estimated that, to allow earnings 
sufficient to meet the minimum charges on the obligations of 
the railroad, as reduced by the reorganization plan approved 
by the Commission, would require an increase of 26.4 per cent 
in freight rates, assuming the new rates to become effective 
May 15. 

He said the position of the Central of Georgia, to be regarded 
as representative of the situation of numerous other railroads 
in reorganization, or recently reorganized, required imme- 
diately and at the very least, the advances in rates sought in 
the petition of the railroads. 


Testimony of N. Y. C. President 


Speaking for the Class I railroads of the country, and say- 
ing the experience of his company was typical of that of other 
large railroads in the east, Gustav Metzman, pres‘dent of the 
New York Central system, said his road had reached a situation 
where drastic increases in costs, coupled with declining traffic 
and a change in the composition of the traffic had “created a 
situation which can with entire accuracy be characterized as 
critical.” 

New York Central’s earnings had declined since 1942 year 
by year, he said, although it had had a substantial rise in gross 
revenucs. Adjusting 1945 net railway operating income for 
accelerated amortization, of defense projects and resulting tax 
credits, he said the figure for that year was $61,600,000, or 32 
per cent under 1942, although, he said, 1945 gross revenues 
were 10 per cent above 1942. 

Changes in composition of traffic had adversely affected 
the road, he said, citing per car revenue of less than $70 before 
the war. That had jumped to $86.30 in 1942, he said, to $92.46 
in 1943 (the peak year of the road’s traffic), and thereafter 
had declined to $91.79 in 1944 and to $89.18 in 1945. He said 
that ‘‘now that the heavy traffic in war materials is past and 
the length of the average haul is approaching that of the pre- 
war figure, our average revenue per car for the first two months 
of this year has receded to $84.26, or $8.20 below the peak of 
1943.” The average in January, he said, had been $85.70, and 
in February, $82.69. 


The favorable passenger situation of his road, he said, 
tended to obscure “the rapid decline in ‘the profitability” of 
freight traffic. Its freight revenues in 1943 were 76 per cent 
greater than in 1940, he said, but that net. railway operating 
income from freight service had declined 2 per cent. In 1944, 
he said. freight revenues were 72 per cent above 1940, although 
net railway operating income from freight service had fallen 
40 per cent. The road’s favorable passenger service showing 
came to an end in 1944, he said, when passenger revenue 
showed an increase of $21,635,000 over 1943, while net railway 
operating income from passenger services amounted to only 
$420,000 more than in 1943. On account of the increase in 
costs, he said; ‘“‘we had reached the saturation point in passen- 
ger results and an increase of 10.4 per cent in gross resulted in 
an increase of only 1.5 per cent in net railway operating in- 
come. 

Chester Bowles, economic stabilization director, and Price 
Administrator Paul A. Porter, appeared as surprise witnesses, 
(Continued on p. 1427) 
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Allied Van Purchase of 325 
Carriers’ Rights Approved 


I. C. C., in household goods rights purchase case, 
also dismisses applications of 325 transferor-appli- 
cants for authority to control Allied through stock 
purchase and of warehousemen’s association for au- 
thority to relinquish Allied control through stock sale 


Purchase by Allied Van Lines, Inc., of household goods op- 
erating rights of 325 named motor-vehicle common carriers has 
been approved by the Commission, with conditions, by a re- 
port and order in MC F-2787, Allied Van Lines, Inc.—Purchase 
—Evanston Fireproof Warehouse, et al., Evanston Fireproof 
Warehouse, et al.—Control—Allied Van Lines, Inc., embracing 
also MC F-2629, Evanston Fireproof Warehouse, et al.—Con- 
trol—Allied Van Line, Inc. 


The Commission dismissed an application of the 325 trans- 
feror applicants named for authority to acquire control of Al- 
lied Van through purchase of one share each of its capital 
stock, and an application of National Furniture Warehouse- 
men’s Association for authority to divest itself of stock con- 
trol of Allied through sale of the latter’s stock to the transferor- 
applicants named in the report. 


It also dismissed Allied’s application for authority to pur- 
chase household goods operating rights of Forest Monger, do- 
ing business as Forest Monger Transfer Co., Richmond, IIl., 
Charles G. and Joseph A. Fisher, doing business as Fisher 
Moving and Storage Co., Newport, Ky., G. B. Holman & Co., 
Inc., Rutherford, N. J., Lyon Van & Storage Co., Los Angeles, 
Calif., Lyon Van and Storage Co., Inc., Portland, Ore., McLean 
The Mover, Inc., Tacoma, Wash., Lyon Van & Storage Co., 
Seattle, Wash., Lyon Van Lines, Inc., Los Angeles, and Allied’s 
application to purchase certain property of Donna V. Godfrey, 
Dama A. Creal, and Cecil O. Creal, doing business as H. B. 
Godfrey Moving & Storage Co., Ann Arbor, Mich. It said that 
the eight firms, including Monger, Fisher, Holman, McLean and 
the four Lyon companies advised that they did not intend to 
consummate the transaction if approved, and that their with- 
drawal was acquiesced in by Allied, and that the Godfrey firm 
was not authorized to transport household goods. 


Allied’s application for authority to purchase household 
goods operating rights of Union Transfer & Storage Co., Hous- 
ton, Tex., was denied, the Commission observing that Union 
was under common control with Patrick Transfer & Storage 
Co., also of Houston, and that it would not be consistent with 
the public interest to authorize Union to participate in the in- 
stant transaction while Patrick remained out of it. 


The Commission dismissed the application in MC F-2629, 
saying it was clear that the instant application superseded that 
in MC F-2629. 

Commissioner Lee, concurring in the result, said, among 
other things, that the only important results that would follow 
consummation of the instant transaction were that the 325 
transferor-applicants would lose the operating rights that they 
now held; and that they would thereby be eliminated as inter- 
state household goods motor carriers, and, in the event of dis- 
continuance of their connection with Allied in the future, would 
not be in a position to furnish the service that they had ren- 
dered the public in the past. 


Commissioner Alldredge Dissents 


Commissioner Alldredge, dissenting, said a proper weigh- 
ing of the evidence presented in the light of the applicable law 
required disapproval of the transaction proposed. He said Com- 
missioner Patterson joined in the dissent. Commissioner Splawn 
did not participate in the decision. 

With respect to the provision of a non-carrier agency agree- 
ment relating to Allied’s right to terminate an agreement if the 
transferor-applicant acquired or possessed interstate operating 
authority to handle household goods except within a city or 
within 25 miles of the boundary of a city, the Commission found 
that the provision would be inconsistent with the public interest, 
and, if the authority granted in the instant proceeding were 
exercised, the entire provision should be canceled. 

The Commission found that the regular-route operating 
authority to transport household goods of nine transferor-ap- 
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plicants should be revoked if the transaction was consummated 
by them, and that on consummation of the transaction Citizens 
Transfer & Storage Co., of Tucson, Ariz., would have relin- 
quished to Allied its right to transport household goods in in- 
terstate or foreign commerce, and would no longer be entitled 
to conduct such operations under the interstate commerce act by 
virtue of its possession of its present intrastate rights. 

The Commission found that Allied’s and the transferor- 
applicants’ financial positions were satisfactory and that no 
fixed charges would be incurred as a result of consummating 
the transaction. 

Under the definition of a broker as contained in the act, 
said the Commission, it seemed clear that Allied would not be 
a broker for it would be a “motor carrier,” own the oper- 
ating authority, control and direct the business, and assume 
responsibility to the public, under the proposed plan. 


Comments on Consent Decree 


The Commission further found that the authority granted 
would be conditioned on the cancelation by Allied of all con- 
tracts and agreements between it and present hauling agents 
not authorized to participate as transferor-applicants and that 
nothing contained in the instant report should be construed as 
approving the addition of hauling agents by Allied, not parties 
to the transaction, without prior authority from the Commis- 
sion. 

Commenting on the consent decree entered by a three- 
judge court in Chicago, Ill., December 28, 1945, enjoining 
Allied, the warehousemen’s association, and all of its agents 
from, among other things, maintaining contract arrangements, 
undertakings, or combinations with other respondents, the 
Commission said it was well settled that if it approved and 
authorized a transaction under section 5 of the act, the parties 
to the transaction, by virtue of the application of section 5(11), 
were relieved from the prohibitions of the antitrust laws to the 
extent of their authorized participation. Citing McLean Truck- 
ing Co. vs. U. S., 321 U. S. 67, 88, the Commission said its 
jurisdiction arose under section 5 and not under the antitrust 
laws. It said whether the applicants would be required to ob- 
tain relief from the court from the decree before exercise of 
the authority granted in the instant proceeding was not for 
determination in the proceeding. 


“We may not assume that the authority granted by us will 
not or cannot be exercised,’ said the Commission. “In this 
connection, we are of the opinion that, if the transaction is to 
be consummated, it should be completed at as early a date as 
possible in view of the denial in the ‘grandfather’ case as well 
as the requirements of the consent decree which have resulted 
in a temporary arrangement pending action herein. Our order 
will require, therefore, that the authority granted be exercised 
within 90 days from its date and that, with respect to such of 
the transferor-applicants as do not consummate the transaction 
within that period, the order shall be of no further force and 
effect.” 

After a discussion of the competitive features of the pro- 
ceeding, the Commission found: 


(1) That, if the transaction is consummated, there would remain 
adequate competition by motor carriers of household goods, and it 
would not result in an undue restraint of competition in such transpor- 
tation. 

(2) That the proposed transaction would not adversely affect ade- 
quate transportation service in the specialized field involved, and would 
result in betterment of that service to the public. 

(3) That if the proposed transaction is consummated upon the terms 
and conditions set forth in this report, it will be consistent with the 
public interset. 

The basic purposes of the instant transaction, said the 
Commission, might be described as four-fold: 


(1) To integrate a nationwide cooperative system of household 
goods carriage. 


(2) To eliminate the difficulties, confusion, errors, duplicate account- 
ing and unnecessary expense occasioned by the dual service; 

(3) To remove any question as to alleged violation of the anti-trust 
laws, and 

(4) To terminate the expensive litigation to which Allied and various 
of its transferor-agents have been subjected over a period of years in 


establishing their status under the act. 


It was striking, said the Commission, that there was little 
opposition on the part of competing carriers to the proposed 
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plant, and it must be presumed, .it said, that if they expected to 
= adversely affected, their interests would have been made 
nown. 

The Commission found that the operating methods of the 
applicants had resulted and would result in distinct benefits to 
the public generally; that the proposed transaction would not 
adversely affect the interest of the carrier employes involved; 
that the transaction would assure Allied of suitable equipment, 
in sufficient number of units; that the conclusion was warranted 
that, if the transaction were consummated, Allied. would not be 
controlled through stock ownership by any single stockholder, 
or small group of affiliated stockholders; and that the record 
warranted a finding that the proposed divisions of revenue as 
between Allied and its agents would be just and reasonable for 
the experimental period stated and pending further order in 
the proceeding. If the instant transaction were consummated, 
said the Commission, Allied should submit a proposed schedule 
showing the ‘manner in which its records and accounts would 


be kept and thereafter file reports based on such schedules at 
six-month intervals. 


CAMERON BARGE TEMPORARY AUTHORITY 


By an order in W-942 TA, Elbert C. Brazleton and Roy H. 
Guthridge, Temporary Authority, the Commission, division 4, 
has granted the applicants, a partnership proposing to do busi- 
ness as Cameron Barge Line, of Lake Charles, La., temporary 
authority until June 30, to operate as a common carrier by 
non-self-propelled vessels of not more than 100 tons carrying 
capacity with the use of separate towing vessels of not more 
than 100 indicated horsepower, in the transportation of com- 
modities generally between Lake Charles and Cameron, La., 
by way of the Calcasieu River, serving the intermediate points 
of Hackberry and Creole, La. 


JAY WEIL FORWARDER PERMIT APPROVED 


By an amended permit and order in FF-10, Premier Car- 
loading Corporation Acquisition by Jay Weil, effective June 17, 
the Commission, division 4, has authorized Jay Weil, of New 
Orleans, La., to operate as a freight forwarder of commodities 
generally from points in 20 states and the District of Columbia 
to points in Arizona, Arkansas, Louisiana, New Mexico, Okla- 
homa, and Texas, to St. Louis, Mo., subject to conditions. The 
division said that by order of January 24, it approved transfer 
to Jay Weil of the forwarder permit of Premier Carloading 
Corporation issued July 6, 1944, in the instant proceeding, and 


that the transfer was subject to conditions which, it said, had 
been met. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 


graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Glassware 


No. 29291, Watertown Chamber of Commerce vs. Atchison, 
Topeka & Santa Fe Railway Co. et al. By the Commission. 
divisoin 2. On reconsideration, finding in prior report that a 
rate on glassware,*in carloads, from Ada, Okla., to Water- 
town, S. D., was and for the future would be unreasonable, 
modified, and reasonable rate prescribed, Commissioner Splawn 
not participating. In the prior report, said the division, it 
found that the rate on glassware (glass bottles, flasks, and 
demijohns, glass fruit jars, fruit jar tops, tumblers, and jelly 
glasses), in carloads, from Oklahoma origins including Ada and 
from Fort Smith, Ark. to Watertown, S. D., was and for the 
future would be unreasonable to the extent that it exceeded 
or might exceed 50 cents a 100 pounds. On reconsideration, the 
division found that the assailed rate from Ada to Watertown 
was and for the future would be unreasonable to the extent that 
it exceeded or might exceed 55 cents, and the carriers were re- 
quird to establish that rate by July 1. 


Crude Fire Clay 


No. 29358, Gladding, McBean & Co. vs. Southern Pacific 
Co. et al. The Commission, by Commissioner Patterson. Com- 
plaint dismissed. Found not shown unreasonable or otherwise 
unlawful, as alleged, commodity rate of 18 cents a 100 pounds 
on crude fire clay, in carloads, from Cottage Grove, Ore. to 
Renton, Wash. The report said that although the movement 
from Cottage Grove to Renton was only 321 miles it embraced 
six terminal services and that in those circumstances, a rate 
producing revenue of 11 mills a ton-mile and 65 cents a car-mile 
did not exceed the maximum limit of reasonableness. It said 
no testimony of probative value was offered with respect to an 
allegation of unjust discrimination. It said the testimony ad- 
duced with respect to competition of fire brick and other re- 
fractories from the complainant’s plant at Renton with like 
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commodities manufactured at points in central and southern 
California, Missouri, and Colorado, was not convincing that 
the rate on crude fire clay from Cottage Grove to Renton was 
unduly prejudicial to the complainant and unduly preferential 
of its competitors. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


MC 52974, Sub 2, Jacobs Transfer Co., Inc., Washington, 
D. C. Permit and dual operation denied. Merchandise sold by 
Sears, Roebuck & Co., from Sears’ retail stores and warehouses 
located in the Washington commercial zone to homes and other 
locations in specified Md. and Va. counties, and rejected or 
return merchandise, on the return, over irregular routes. The 
report said that by certificate MC 59909 the applicant was au- 
thorized to transport general commodities, with exceptions, be- 
tween Washington, on the one hand, and, on the other, points 
and places in Md. and Va. within 25 miles of the “zero mile- 
stone” in Washington, over irregular routes. 

*MC 66691, Sub. 1, Turner’s Transfer, Greensboro, N. C. 
Certificate granted. (1) Textiles and textile products from 
points in named counties in N. C. and S. C. to points in the 
Chicago, Ill., commercial zone; (2) general commodities, with 
exceptions, from points in the Chicago zone to points in named 
counties in N. C. and S. C.; and (3) knitting machines, in- 
cluding parts thereof, between points in Ala., Conn., Del., Ga., 
Md., Mass., N. J., N. ¥., N. C., Pa. R. 1, S&S. C, Tenn. Va., 
W. Va., and D. C., over irregular routes. 

*MC 75651, Sub. 8, R..C. Motor Lines, Inc., Jacksonville, 


“Fla. Certificate denied. General commodities, with exceptions, 


between Baltimore, Md., and New York, N. Y., over a described 
route, serving specified intermediate and off-route points, with 
restrictions. 





COMMISSION ORDERS 

MC 13087, Sub. 2, Fred J. Stockberger, common carrier application. 
Reopened for reconsideration. 

MC 105916 EX, J. E. Massey, exemption, coal. Reopened for further 
hearing. 

MC-F 2913, Harold Morse and Henry J. Holien, purchase, C. Paul 
and Charles H. Sandifur. Time within which petitions for reconsidera- 
tion, rehearing, or reargument may be filed, extended to May 27. 
Replies to petitions may be filed by any party of record on or before 
June 6. 

Finance 14327, Application of Chicago, Attica & Southern R. R., 
Ine., for authority to operate line formerly owned by Chicago, Attica 
& Southern R. R. Co., in Indiana. Application dismissed. 

1&S 5333, Lumber from and to H. & B. R. R.—Order of March 13 
further modified to become effective June 20 instead of*May 20. 

1&S M-2635, Assembling Rates—Northwestern Transit, Inc.—Order 
of March 15, vacated and set aside as of April 27, proceeding dis- 
continued. 


UNCONTESTED FINANCE CASES 


Report and order in F.D. No. 15261, Pere Marquette Railway Co. 
Equipment Trust Certificates, granting authority to assume obligation 
and liability in respect of not exceeding $1,300,000 of Pere Marquette 
Railway equipment trust of 1946, 142 per cent serial equipment trust 
certificates, to be issued by the National Bank of Detroit, as trustee, 
and sold at 100.025 per cent of par and accrued dividends in connection 
with the procurement of certain equinment. Approved. 

Report and order in F. D. No. 15220, Peoria & Eastern Railway Co. 
Joint Use, authorizing extension of the agreement under which the 
Peoria & Eastern Railway Co. jointly uses the properties of the Peoria 
& Pekin Union Railway Co. Approved. 

Report and certificate in F. D. No. 15247, West Jersey & Seashore 
Railroad Co. et al. Construction, authorizing the West Jersey & Sea- 
shore Railroad Co. to construct, and the Pennsylvania-Reading Seashore 
Lines, lessee, to operate, a branch line of railroad in Atlantic County, 
N. J. Approved. 

Report and order in F. D. No. 15263, Atlantic Coast Line Railroad 
Co. Stock, authorizing issuance of not exceeding 823,427 shares of 
common stock, without par value, to be exchanged, share for share, 
for 823,427 shares of presently outstanding common stock, of a par 
value of $100 a share providing that none of said stock shall be issued 
until applicant’s charter has been amended so as to provide for the issue 
of said stock, and a duly attested copy thereof filed with the Commis- 
sion. Approved. 

Report and order in F. D. No. 15212, Illinois Central Railroad Co. 
Purchase, ete., authorizing acquisition by the Illinois Central Railroad 
Co. of direct control of the Louisville, New Orleans & Texas Railway 
Co. of Arkansas, the Meridian, Brookhaven & Natchez Railroad Co., 
and the Baton Rouge, Hammond & Eastern Railroad Co. through 
ownership of capital stock; and approving purchase by the [Illinois 
Central Railroad Co. of the properties of the Louisville, New Orleans 
& Texas Railway Co. of Arkansas, the Meridian, Brookhaven & Natchez 
Railroad Co., and the Baton Rouge, Hammond & Eastern Railroad Co. 
on condition that employes of the carriers involved for whom the 
Railway Labor Executives Association is authorized to stipulate shall 
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receive the benefits of the Washington job protection agreement, and 
jurisdiction will be reserved to make additional findings and impose 
such conditions as may be required by section 5(2)(f) of the Inter- 
state Commerce Act, if on petition by any employe of the carriers 
involved, not represented by the association, or his duly authorized 
representative, it appears that his employment, or the conditions 
thereof, have been or will be adversely affected by anything done 
or to be done as a consequence of the above authorizations within 4 
years from date of order; and on further condition that applicant 
submit the submit the related journal entries for I. C. C. approval 
before recording the various transactions in its books. Approved. 

‘ Report and order in F. D. No. 15101, Fort Worth & Denver City 
Railway Co. Joint Use of Terminals, authorizing acquisition by the 
Fort Worth & Denver City Terminal Railway & Union Depot Co., and 
the St. Louis Southwestern Railway Co. of Texas, Berryman Henwood, 
trustee, in Dallas, Tex. Approved. 


FINANCE APPLICATIONS 


Finance No. 15294, Wabash Railroad Co. asks authority to acquire 
from the Rock Island trustees, the Milwaukee and the Kansas City 
Southern railways, and operate, trackage rights for approximately 5.2 
miles between Birmingham, Mo., and Union Station, Kansas City, Mo. 

Finance No. 15279, O. G. Steele, receiver of Yreka Western Railroad 
Co., asks authority to issue $11,000 of receiver's certificates, and $6,000 
on a receiver’s note, to purchase real estate and purchase locomotives, 
and to pay cost of annual overhaul of two locomotives, construct a 
lumber siding, and make extraordinary repairs to trestles and ballast 
of road bed. 

Finance No. 15283, Maine Central Railroad Co. asks authority to 
purchase the property, franchises and rights of Portland & Rumford 
Falls Railroad and to purchase the railroad, property, franchises and 
rights of Portland & Rumford Falls Railway. The line of the railway 
extends from Rumford Junction, Androscoggin County, to Rumford 
Falls, Oxford County, 52.807 miles, with a branch line extending from 
Canton, Oxford County, to Livermore Falls, Androscoggin County, a 
distance of 9.155 miles. 

Finance No. 15284, Maine Central Railroad Co. asks authority to 
assume and agree to pay the entire outstanding issue of Portland & 
Rumford Falls Railway 5 per cent first mortgage bonds, $271,000. 

Finance No. 3187, Harry Hess, dba Hess Motor Express, of Pipe- 
stone, Minn., asks authority to purchase certain operating rights, 
equipment, and property of Rohweder Truck Lines, Inc., also of 
Pipestone. 

Finance No. 3188, Dixie Highway Express, Inc., of Meridian, Miss., 
asks authority to purchase all the operating rights, equipment and 
property of Dixie Freight Lines, Inc., of Atlanta, Ga., and McDonough 
Motor Express, Inc., of Meridian. 

MC F-3189, Connecticut Transfer, Inc., of New Haven, Conn., asks 
authority to lease certain operating rights of Dominic J. Valentine, dba 
Valentine’s Express Co., of New York, N. Y., and temporarily to operate. 

MC F-3190, Yale Transport Corporation, of New York, N. Y., asks 
authority to purchase certain operating rights of Reich Bros. Long 
Island Motor Freight, Inc., of Patchogue, L. I., N. Y. Benjamin 
Eskow, of Bronx, N. Y., in control of Yale Transport, joins in the 
application. 

Finance No. 15290, Guy A. Thompson, trustee, Missouri Pacific 
Railroad Co., debtor, Berryman Henwood, trustee, St. Louis South- 
western Railway Co., debtor, and Joseph B. Fleming and Aaron Colnon, 
trustees, Chicago, Rock Island & Pacific Railway Co., debtor, ask 
authority to enter into a supplemental agreement to be dated Septem- 
ber 1, 1945, with Arkansas & Memphis Railway Bridge and Terminal 
Co., for the purpose of amending the existing operating agreement 
between the bridge company and the named trustees, pursuant to 
which the trustees now use and propose to continue using the bridge 
and facilities of the bridge company, near Memphis, Tenn. The appli- 
ecants said the purpose of the supplemental agreement was to make the 
operating agreement conform to the changed situation resulting from 
the redemption by the bridge company of its former first mortgage 
bonds on September 1, 1945, and the issuance on that date of its first 
mortgage serial bonds, $2,865,000 principal amount, pursuant to author- 
ity granted by the Commission in Finance No. 14918. 

Finance No. 15288, Charles Allen, Jr., of New York, N. Y., asks 
authority to acquire control of the Litchfield & Madison Railway Co. 
through purchase of its outstanding capital stock. The applicant de- 
scribed himself as partner in the firm of Allen & Co., investment 
bankers, of New York, and said his company owned 68% per cent of 
the stock of the Cincinnati, Newport & Covington Railway Co. He 
said the purchase of 70 per cent of the common stock of the railway 
was the sole transaction involved, and that there would be no consolida- 
tion, merger, lease, contract to operate, or purchase. 


PETITIONS FOR REHEARING, ETC. 


No. 28993, Norris Stamping and Manufacturing Co. vs. P. R. R. 
et al. Complainant asks for reconsideration of order of January 14, 
reargument and/or rehearing. 

MC-F 2859, E. L. Murphy, Jr., and Stanley L. Wasie, control, 
Murphy Transfer and Storage Co. and Murphy Motor Freight Lines, Inc. 
Applicants ask for an additional ninety days time within which to 
dispose of contract carrier operating rights of Murphy Transfer and 
Storage Co., required by order of January 25. 

MC-C-491, Rhea Manufacturing Co. vs. Acme Fast Freight, Inc., 
et al. Defendants ask that effective date of the report and order recom- 
mended be stayed, that proceedings be reopened and that defendants 
be permitted to file additional memorandum of facts or in the alter- 
native the matter be assigned for hearing. 

No. 13535, Consolidated Southwestern Cases. Defendant carriers 
operating in Western Trunk Line and Southwestern territories ask for 
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modification of findings and orders in this proceeding by eliminating 
therefrom ‘‘Granulated Slag’’ (product of copper smelter) carloads.’’ 

1&S M-2649, Essential Oils—Minimum Charges—Middle Atlantic 
States. Middle Atlantic States Motor Carrier Conference, Inc., on 
behalf respondent carriers petitioned the Commission to vacate its 
suspension order in this proceeding which suspends the cancellation 
from List 2 (Drugs, Medicines, Chemicals or Toilet Preparations) of 
Essential Oils, natural or artificial, as shown on page 7 of supplement 1 
to petitioners MF ICC A186 and from List 3 page 6 of supplement 27 
to petitioners MF ICC A-165. 

1&S 4208, Grain to from and between points in Southern Territory— 
Southern Ry. asks for authority to establish certain rates as ordered 
under I’S 4208 on short notice. 

1&S 5357, Terminal Allowance-Copperweld Steel Co., Warren, O.— 
Respondent asks Commission for a further hearing so as to present 
detailed testimony as to the changed conditions which now exist at the 
plant of the Copperweld Steel Co. 

Finance 14671, Pere Marquette Ry. Co., abandonment. Petitioners 
ask for reargument and reconsideration of decision of January 30 or 
in the alternative said order be considered by entire Commission and 
oral argument be granted. 

13535, Consolidated Southwestern Cases—Defendant carriers petition 
for approval under Finding 27 to permit establishment of rates on 
canned milk carloads as described in Agent Marsh’s ICC 3559 SWL tariff 
199L from Cabool, Mo., the same as are now provided therein for 
application from Springfield, Mo., and other canned milk producing 
origins in Ark., Fla. (Miami and Tampa), Kans., La., Miss. (Natchez), 
Mo. (southeast), Okla., Tenn. (Memphis), and Tex. 

W-939, New London Freight Lines Contract Carrier Application— 
Applicant requests Commission to reopen for further hearing to present 
new material and evidence necessary for a complete presentation of 
his case. 

MC-F 3178, Reliable Transfer Co., Inc., lease, Terminal Transport 
Company, Inc.—Reliable Transfer Co., Inc., requests authority to tem- 
porarily operate motor carrier properties of Terminal Transport Co., Inc. 





Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2651, from May 3 until December 3, certain 
schedules published in supplements Nos. 42 and 24 to joint 
tariffs MF-I. C. C. No. 97 and I. C. C. No. 8, respectively, of 
J. D. Hughett, agent, Dallas, Texas. The suspended schedules 
propose to cancel the lower, and thus make applicable the 
higher, of two scales of distance class rates on certain traffic 
between points in western Arkansas and Oklahoma, also inter- 
state within Oklahoma. 

I. and S. M-2652 from May 4 until December 4, certain 
schedules published in supplement No. 51 to tariff MF-I. C. C. 
No. 28 of Middlewest Motor Freight Bureau, agent, Kansas 
City, Mo. The suspended schedules propose to establish a mini- 
mum charge based on a constructive weight of 18 pounds per 
cubic foot applicable in connection with volume commodity 
rates on “freight, all kinds,” between Chicago, Ill., and the 
Missouri points, Kansas City and St. Joseph. 

I. and S. M-2653, from May 6 until December 6, tariff 
MF-I. C. C. No. 17 of William F. Crossett, Inc., Warren, Pa., and 
tariff MF-I. C. C. No. 32 of A. R. Gundry, Inc., Rochester, N. Y. 
The suspended schedules propose increases and reductions in 
rates on petroleum products to or from points in New York, 
Ohio, Pennsylvania and Vermont. 


Railroad Abandonments 


D. M. & C. I. 


In Finance No. 15285, Des Moines & Central Iowa Railroad 
asks authority to abandon its Woodward branch, beginning at 
Moran and extending to the end of the track at Woodward, in 
Dallas county, Ia., because, it said, the line was no longer eco- 
nomically useful or required in connection with its operation. 

In Finance No. 15286, Des Moines & Central Iowa Railroad 
asks for authority to abandon its Flint Valley division and Col- 
fax division, beginning at a station 193.10 and extending to sta- 
tion 309.34, the junction point of Flint Valley division with 
Colfax division, thence to station 974.45, the end of the track 
at Colfax, in Polk and Jasper counties, Ia. It said this line 
was no longer economically useful or required in connection 
with its operation. 


Hawaii Consolidated 


In Finance No. 15287, the Hawaii Consolidated Railway, 
Ltd., asks the Commission for authority to abandon the entire 
line of its railroad, approximately 81 miles, situated in the 
county of Hawaii, Territory of Hawaii, consisting of the Hama- 
kua and Puna divisions. The railroad said the sole reason for 
building its line had been the transportation of sugar and 
general freight for sugar plantations. Since the cessation of 
war traffic, it said it would have to retain all of its existing 
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plantation freight business and increase its existing freight 
rates and that some of the plantation shippers objected to the 
existing freight rates. Others had advised the applicant at the 
beginning of the year that they intended to begin trucking 
their freight because they could do it at lower than railroad 
costs, the applicant said. It said on April 1, before preparing 
the application, a tidal wave caused serious damage to its 
railroad and bridges. 


0. & W. 


The Oneida & Western Railroad Co., in Finance No. 15291, 
has asked the Commission to authorize abandonment and opera- 
tion of its entire line of railroad, extending from Oneida, Scott 
county, Tenn., to Jamestown, Fenstress county, Tenn., 37.84 
miles, because it has been operating at a loss and no one was 
willing to advance any money for necessary maintenance and 
operation costs.. The road was unsafe to continue to operate 
without an extensive rehabilitation program, the applicant said, 
adding that the railroad was not necessary to the community 
it had aspired to serve. 


Wyoming Valley 


The Wyoming Valley Railway Co., in Finance No. 15295, 
has asked the Commission for authority to abandon its entire 
28.53-mile line between Buffalo and Claremont, Wyo., of 
which 17.77 miles are in Johnson county and 10.76 miles in 
Sheridan county, Wyo. Because of undermaintenance, said the 
W. V., the line was unsafe for operation and it had been forced 
to discontinue regular service although a train was run daily 
over the line. It said the cost of operation exceeded the revenue. 





YOUNGSTOWN SHORT NOTICE COAL RATES 

By an order in No. 28825, Bituminous Coal to the Youngs- 
town District, the Commission, by Commissioner Aitchison, has 
amended its order of October 2, 1945, in that proceeding, as 
subsequently amended, so as to permit establishment of the 
rates therein prescribed on June 1, on one day’s notice (see 
Traffic World, Oct. 27, 1945, p. 1028). 

The instant order included the observation that the original 
order as amended was to become effective June 1 on not less 
than 15 days’ filing and posting as prescribed in Sec. 6. The 
order required reductions ranging from 7 cents to 12 cents a 
net ton on bituminous coal from points in three Pennsylvania 
coal districts and from two river trans-shipping points to the 
Youngstown, O., area. 

Railroad respondents in the proceeding filed suit in the 
federal District court for the western Pennsylvania district to 
set aside the order (see Traffic World, April 13, p. 1120). 


MIDCONTINENT OIL TARIFFS NOT SUSPENDED 


The Commission has voted not to suspend tariff items pub- 
lished to become effective May 6, which, according to the Skelly 
Oil Co. and 15 other oil companies operating refineries in the 
midcontinent field, contained drastically reduced rates on refined 
oil, fuel oil, and.asphalt from Sinclair and 14 other Wyoming 
points, and from Billing, Hardin, and Laurel, Mont. to numerous 
destinations in North Dakota, South Dakota, Minnesota, Wis- 
consin, Iowa, and Nebraska (see Traffic World, May 4, p. 1350). 
The Skelly and other oil companies had protested the published 
tariff items of the Great Northern, Northern Pacific, Burling- 
ton, and North Western railroads. 





BURLINGTON BOND ISSUE LIMITATION 
_ The Commission, division 4, by a supplemental order in 
Finance No. 3394, Bonds of Chicago, Burlington & Quincy 
R. R., has modified its order of February 11, 1924, in the in- 
stant proceeding, so as to limit to not exceeding $21,706,000 
the amount of first and refunding mortgage bonds that may be 
authenticated and delivered under that order. 

The division said the order of February 11, 1924, authorized 
the Burlington to procure authentication and delivery of 
$39,000,000 first and refunding mortgage bonds to reimburse 
its treasury for expenditures made out of income for capital 
purposes, and to sell $20,000,000 of these bonds, series A, the 
proceeds to be applied to additions and betterments to its 
property and other legitimate corporate purposes. It said that 
under that order $19,000,000 of the series A bonds were to be 
held subject to further order of the Commission. 

By petition of April 22, the Burlington, said the division, 
represented that $17,294,000 of the $19,000,000 series A bonds 
were unissued and that so long as any of certain of its new 
bond issues were outstanding it would not issue any series A 
bonds of the first and refunding mortgage. It said the Burling- 
ton asked that the authority granted by the order of February 
11, 1924, in respect of the issue of $17,294,000 of first and re- 
funding mortgage bonds of series A or any other series being 
held subject to its further approval, be canceled. 


TRAFFIC WORLD 





NO POSTPONEMENT OF G. F. & A. HEARING 


The Commission, division 4, by an order in Finance No. 
14636, Georgia, Florida & Alabama Railroad Co., Reorganiza- 
tion, has denied a petition of the G. F. & A. for postponement 
of a hearing assigned for May 7, on the reorganization plans. 
The railroad had asked for postponement until such time as 
the United States Supreme Court should have ruled on the 
debtor’s petition for a writ of certiorari to the fourth circuit 
court of appeals involving a decision sustaining the title of the 
Seaboard reorganization committee to about 90 per cent of the 
bonds of the debtor corporation. The division said the case 
also involved a reply of the Seaboard reorganization committee, 
which had filed in the proceedings a plan of reorganization of 
the debtor, objecting to the postponement of the hearing and 
asserting that the rights of the debtor corporation and its 
stockholders could be in no way prejudiced by going forward 
with the hearing. 

By an order in the same proceeding, the division directed 
that there be made a part of the record in the proceeding a 
report prepared by the Commission’s Bureau of Valuation, at 
the direction of the division, on the bureau’s investigation of 
the elements of value as of December 31, 1944, of the G. F. & A. 
property. 


CLASSIFICATION HEARINGS CANCELLED 


The Consolidated Classification Committee, in a notice 
dated May 6, cancelled hearings scheduled to be held on items 
in its docket No. 114 at Atlanta May 8, New York May 15, 
and Chicago May 22. According to the notice, the hearings 
were cancelled “in view of the present travel and transporta- 
tion situation brought about by the coal strike.” The hearings 
will be reset “fas soon as conditions warrant,” said the notice. 





No. 29533, Alleghany Corporation, Wilmington, Del., vs. Guy Atwood 
Thompson, Trustee in Reorganization of Missouri-Pacific et al. 

Alleges Guy A. Thompson, as trustee of the Missouri-Pacific, and 

his brother and law partner, Frank A. Thompson, as trustee of 

the St. Louis-San Francisco, have effectuated control or management 

of the two railroads in violation of section 5(4). Asks investigation 

and ‘‘orders to secure the removal of defendants as trustees in 


reorganization... .’’ 
Washington 5, D. C.) 


MC C-533, George D. Crawford—Revocation of Permit. 

Investigation instituted in operations of George D. Crawford, of 
North Arlington, N. J., it appearing that he has failed, in MC 61521, 
to comply with rules concerning the filing of schedules of contract 
earriers with the Commission, and filing evidence of security for 
the protection of the public. 


MC C-534, Radroch Association and Cottage Farms Civic Association, 
Fairlawn, N. J., vs. Inter-City Transportation Co., Inc., Paterson, 
N. J. 

Alleges motor-vehicle passenger fares between borough of Fair- 
lawn, N. J., and Manhattan, New York, N. Y., in violation of section 
216. Ask cease and desist order and fares. (George F. Cassidy, 
40 Journal Square, Jersey City, N. J.) 


McC C-535, Linen Thread Co., Inc., Paterson, N. J., vs. W. T. Cowan, 
Inc., Baltimore, Md. 

Alleges charges for transportation of cotton camouflage nets, 
between Baltimore, Md., and Paterson, N. J., September 1, 1944, 
to September 1, 1945, in violation of section 216. Asks rates, with 
a view to filing suit in federal court, New Jersey, for damages. 
Matter previously before the Commission on informal complaint 
No. 46041, dated August 13, 1945. (Peter Bouma, 418 Grand St., 
Paterson, N. J.) 


MC C-918, Sixth Supplemental, Central Territory—Less Truckload Class 
Rates. By the Commission, division 2, on its own motion. 
Hearing into and concerning reasonableness and lawfulness other- 
wise of increased rates and charges, and rules, regulations and 
practices affecting such rates and charges, applicable to transporta- 
tion of shipments weighing less than 5,000 pounds, between Mus- 
kegon, Mich., and Chicago, Ill., as proposed in Sup. No. 6 to tariff 
MF-ICC No. 12 of Sam Canen and Daniel Maloney, dba Wabash 
Motor Service, Chicago. 
No. 29534, Rausch Naval Stores Co., Inc., 
Central Railroad Co. 
Alleges demurrage charges on tank cars of turpentine received 
at New Orleans, January 22, February 3, April 28, May 22, 1944, 
June 8, June 10, and July 6, and September 5, 1944, for repacking 
for shipment to California navy yards, in violation of the interstate 
commerce act. Asks cease nad decist order. (Francis Williams, 


(Edward K. Wheeler, 815 15th St., N. W., 


New Orleans, La. vs. Illinois 


716 Canal Bldg., New Orleans, La.) 
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May 11, 1946 


Rail Switching Charges in Minn. 
Discriminatory, Examiner Finds 


Practices of certain roads governing absorption of con- 
necting line switching charges at Minneapolis, St. Paul 
and Duluth, Minn., and Superior, Wis., on designated 
carload traffic between those points and points on 
defendants’ lines in 11 midwestern and western states 
proposed to be found unreasonable, unjustly dis- 
criminatory and unduly prejudicial 


In a proposed report in No. 29345, Minneapolis Traffic 
Association vs. Chicago & North Western et al., and two com- 
plaints joined with that proceeding, Examiner C. E. Stiles has 
recommended that the Commission find unreasonable, unjustly 
discriminatory and unduly prejudicial the rules and practices 
of certain roads governing absorption of connecting line switch- 
ing charges at Minneapolis, St. Paul and Duluth, Minn., and 
Superior, Wis., on carload traffic described in the report be- 
tween those points and points on the defendants’ lines in Min- 
nesota, Michigan (Upper Peninsula), Wisconsin, Illinois, Lowa, 
the Dakotas, Montana, Idaho, Washington and Oregon. 

Cases embraced by the proposed réport were No. 29267, 
Duluth Board of Trade et al. vs. the Milwaukee et al., and 
No. 29271, St. Paul Association of Commerce vs. Chicago & 
North Western et al. ; ; 

The prayer in all the complaints, the examiner said, was 
for rates, rules and practices for the future that would result 
in either application of the line-haul rates to and from industries 
on connecting lines of the complaining markets without the 
addition of switching charges, or absorption by the line-haul 
carriers of connecting-line switching charges. 

“The essential grounds for the complaints,” he said, “may 
be simply stated. The switching charges of connecting lines at 
Minneapolis, St. Paul, Duluth and Superior on all carload traffic 
moving to or from all points in the United States, Canada, and 
Mexico, are absorbed by the line-haul carriers, or the line-haul 
rates apply as joint rates to and from industries on the connect- 
ing lines, at these complaining markets, except as to certain 
non-competitive traffic originating or terminating at points on 
the Great Northern, Northern Pacific, Soo Line, and North 
Western, and it is these exceptions which give rise to these 
complaints. Hereinafter those carriers are sometimes collec- 
tively called the four principal defendants... .” 

The examiner gave the following example, among others, 
to illustrate the situation complained of: 


An industry on the Minneapolis & St. Louis in Minneapolis shipping 
to a local point on the Soo Line in North Dakota would be assessed the 
switching charge of the Minneapolis & St. Louis in addition io the 
line-haul rate of the Soo Line; but if the shipment originated at St. 
Louis Park or Hopkins (Minn.) it would be hauled right past the 
Minneapolis ‘industry, moving a greater distance, but the line-haul rate 
would apply without the addition of a switching charge. 


Defendants’ Contentions 


He said the principal contention of the four principal de- 
fendants was that their absorption practices were justified by 
competitive conditions. 

“They claim the right to determine on what traffic they will 
and on what traffic they will not make these absorptions, in 
many cases by calling it competitive in fact though it is not 
. . Much of the traffic covered by the com- 
plaints is not competitive from any standpoint.” 

The examiner gave illustrations that, he said, demonstrated 
“the differences in treatment which the four principal defend- 
ants accord to different shippers and localities,” and added that 
“most of them are without sufficiently different conditions to 
| warrant the same.” : 

He proposed that the Commission find, as to the considered 
traffic that the rules and practices complained of and the 
charges resulting from their application “are, and for the future 
will be, unjust and unreasonable to the extent that they fail 
to provide for the absorption of connecting-line switching 
charges, or to include such switching in the line-haul rates, on 

interstate shipments of grain, grain products, and seeds, in 

carloads, subject to a reasonable minimum carload revenue. 


Upon this record a reasonable minimum carload revenue appears 
to be $20.35; but as that question was not directly put in issue 
we make no finding on that point. We further find that as to 
other traffic the rules, practices and charges complained of are 
not shown to be unreasonable.” 

The Examiner proposed, further, that the commission find 
that “the practices of defendants Great Northern, Northern 
Pacific, Omaha and Soo Line of absorbing connecting-line 
switching charges at Minneapolis, St. Paul, Duluth and Superior 
only when the carrier performing the switching service actually 
competes with the carrier performing the line-haul service on 
interstate carload shipments of articles moving under class or 
commodity rates between the aforesaid points, and common, 
competitive points on their lines as determined by their re- 
spective tariff provisions), in the states named in Finding 1, 
and declining to do so when no actual competition exists on 
like traffic moving between the same points, is unjustly dis- 
criminatory against shippers or receivers of such traffic in 
Minneapolis, St. Paul, Duluth and Superior who are required 
to pay connecting line switching charges.” 

_ The third proposed finding was that by failing and refusing 
to include connecting-line switching charges in the line-haul 
rate or to absorb connecting-line switching charges at Minne- 
apolis, St. Paul, Duluth and Superior, while at the same time 
including such switching charges in the line-haul rate or absorb- 
ing such charges at localities subsequently specified in the 
report, on traffic between those four cities and local or non- 
competitive points on their lines in the 11 states named pre- 
viously, the defendants named in a table attached to the report 
unduly prejudiced and unduly preferred the localities shown in 


that table and the shippers thereat as to the carload traffic 
described in the table. 


Examiners Find Churning Cream 
Rates Not Reasonable 


In I. and S. No. 5362, Cream to Lakeville, Minn., em- 
bracing also Lakeville Creamery case, recommend 
suspended schedule cancellation and finding of just 
and reasonable for proposed combination baggage- 
express service for transporting butterfat or sour cream 


Examiners Paul O. Carter and Andrew C. Wilkins, in a 
proposed report in I. and S. No. 5362, Cream to Lakeville, 
Minn., embracing also No. 29028, Lakeville Creamery Co. vs. 
Railway Express Agency, Inc., et al., have recommended that 
the Commission find not just and reasonable the schedules or 
rates and rules filed in purported compliance with findings in 
262. 1..C. C. 165, and that it order the suspended schedules can- 
celled without prejudice to the filing of new schedules in 
accordance with the findings in the instant proceedings. 

The examiners also recommended that the Commission 
find just and reasonable and in compliance with the findings 
in 262 I. C. C. 165, a proposed establishment of combination 
baggage-express service for transportation of butterfat or 
churning sour cream, unrefrigerated, from points in Minne- 
sota, Michigan, Wisconsin, North Dakota, South Dakota, and 
Montana to Lakeville, Minn. 

In Lakeville Creamery Co. vs. Railway Express Agency, 
Inc., 262 I. C. C. 165, said the examiners, division 2 prescribed 
for the future, rates on churning cream, in carloads, between 
the aforementioned points, on a basis of the commodity-rate 
express scale shown in an appendix to the report, plus charges 
of 2 cents each on 5-gallon cans, 5 cents each on 8-gallon cans, 
and 6 cents each on 10-gallon cans for each transfer of the 
cans in transit requiring the actual handling of the cans by 
the defendants. They said no order was entered and that the 
defendants were given a reasonable time to decide on the kind 
of service—baggage or express, or both—to be furnished. They 
said the report provided that the calculations of continuous 
mileages should be based on the distances over routes over 
which there was the most expeditious service. 


The examiners recited that Great Northern tariff I. C. C. 
No. 8205, effective August 20, 1945, was filed in purported 
compliance with the findings in 262 I. C. C. 165, but was sus- 
pended until March 20, on protest of the Lakeville Creamery 
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Co. The date of suspension had been voluntarily postponed 
pending decision in the instant proceedings, said the examiners, 
adding that on October 22, 1945, on petition of the complain- 
ants in No. 29028, that proceeding was reopened for further 
hearing solely with respect to the kind of services to be 
established. 

Noting that the level of rates for the future was pre- 
scribed in the original report in No. 29028, the examiners said 
that question was not in issue in the instant proceedings and 
that the single issue presented in No. 29028 was whether the 
defendants should establish through service entirely by ex- 
press or baggage, or a combination baggage-express service 
from the affected points of origin to Lakeville. They said the 
issue in I. and S. No. 5362 was whether the provisions of the 
Great Northern tariff I. C. C. No. 8205 complied with the find- 
ings of division 2 in 262 I. C. C. 165. 

The examiners said that although the complainants indi- 
cated at the original hearing in No. 29028 that their principal 
interest was in the level of rates and that they were not con- 
cerned with the type of service, whether baggage or express 
or both, their position in the latter respect had changed at the 
further hearing. They now demanded that the entire trans- 
portation be performed in express service, said the examiners. 





Joint Board Asks Complaint 
Dismissal in Falwell Case 


In Brooks Transportation Co. vs. Falwell Fast Freight, 
recommends finding that issue raised concerning Fal- 
well’s Lynchburg-Roanoke operations under “Draper 
zights” has become moot since I. C. C. denial of Fal- 
well authority to purchase those rights 


Joint Board No. 108, in a proposed report in MC C-481, 
Brooks Transportation Co., Inc., vs. Falwell Fast Freight, Inc., 
has ‘recommended dismissal of the complaint and a finding 
that the issue raised by the complainant has become moot. 


By complaint filed March 10, 1945, said the board, Brooks, 
a motor common carrier, of Richmond, Va., alleged that the 
defendant Falwell, a motor common carrier, of Lynchburg, 
Va., had, since August 26, 1944, conducted a regular-route 
service by motor vehicle between Lynchburg and Roanoke, 
Va., in violation of section 206 (2) of the interstate com- 
merce act. 


Prior to August 26, 1944, said the board, Falwell held a 
certificate for general commodity operations over a regular 
route between Lynchburg and New York, N. Y., via specified 
points, serving specified intermediate points with restrictions 
as to pick-up on southbound movements and delivery on north- 
bound movements. On that date, said the board, Falwell 
leased for a period expiring February 21, 1945, (1) the oper- 
ating rights of the Evans Line, Inc., which included, among 
other things, authority to transport general commodities, with 
exceptions, over a regular route, between Roanoke and Point 
Pleasant, W. Va., via Bluefield, W. Va., and (2) irregular 
route operating authority of W. B. Draper, doing business as 
Draper Motor Service, to transport general commodities, with 
exceptions, between Roanoke and Lynchburg. 

On February 22, 1945, recited the board, the Commission, 
division 4, in Fallwell Fast Frt., Inc. — Pur. — Draper, and 
Evans Line, Inc., 40 M. C. C. 127, authorized the purchase by 
Falwell of the aforementioned Evans and Draper rights, and, 
since Falwell’s authority to operate under a lease of these 
rights had expired, it immediately consummated the trans- 
action. The board added: 


Upon the lease of the above-described regular-route authority of 
Evans and the irregular-route authority of Draper, defendant began to 
transport shipments between Roanoke and points on Evans’ routes 
west of Roanoke, on the one hand, and, on the other, Lynchburg and 
points on defendant’s routes east of Lynchburg. In performing this 
operation defendant traversed U. S. highway 460 between Roanoke 
and Lynchburg almost exclusively and deviated therefrom only infre- 
quently for the purpose of maintaining defendant’s conception of an 
irregular-route operation between these points. Complainant con- 
tends that defendant’s operation between Roanoke and Lynchburg is 
unlawful because it is in fact a regular-route service, whereas only 
irregular-route service is authorized. 


Since the hearing, said the board, the Commission had 
reconsidered the application for purchase by Falwell of the 
Draper rights between Lynchburg and Roanoke. It said au- 
thority to consummate this transaction was denied in C. W. 
Falwell, Jr.—Control; Falwell Fast Freight, Inc.—Purchase— 
W. B. Draper and Evans Line, Inc., decided January 14. 

“In the circumstances,” said the joint board, “defendant 
must discontinue operations between Lynchburg and Roanoke 
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under the Draper rights and the issue raised by the complain- 
ant becomes moot.” 












Denial of Olson Motor Purchase 
Recommended by Examiner 


Examiner C. H. Johns, in a proposed report in MC F-2824, 
Fred Olson, Jr.—Purchase—John S. Stemper, has recommended 
denial of the application of Fred Olson, Jr., doing business as 
Olson Motor Service, to purchase the operating rights and prop- 
erty of John S. Stemper, doing business as J. S. Cartage Co., 
both of Milwaukee, Wis., for $16,000. 

The examiner said the transaction was consummated as of 
January 1, 1945, under the mistaken belief that the buyer could 
then, by virtue of possession of the seller’s intrastate rights, 
conduct the former operations of the seller in interstate com- 
merce under the exemption from the certificate requirements 
of the act contained in section 206(a). An application for tem- 
porary authority was denied when applicants were advised of 
that necessity, said the examiner. However, he added the pur- 
chaser continued to operate the properties after the denial 
because he had sold the Stemper equipment to a third party and 
could not return the operation. The examiner said that, although 
the Commission had found unlawful consummation of such 
transactions not, in itself, necessarily a bar to approval, ‘the 
continued wilful violation shown by the record in this case 
makes doubtful the propriety of approving the transaction in 
the public interest.” 

Other objections, he said, was that Stemper owned two- 
thirds of the Olson stock and controlled, at least jointly, the 
remainder. He said the Commission had withheld authority in 
numerous cases where approval would result in the creation, 
preservation, or extension of duplication operations by separate 
motor carriers under common control that would otherwise be 
competitive. 
























Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’’ type, with name of town or 
city following.) 


Michigan (Owosso)—- MC 2661, sub. 4, Owosso-Flint Bus 
Line, Inc. Certificate proposed. Passengers and their baggage, 
and express, mail and newspapers, between Bad Axe and Sag- 
inaw, Mich.; between Bad Axe and Bay City, Mich.; between 
Caseville, Mich. and Junction Mich. Highways 25 and 142: 
between Bad Axe and Kinde, Mich.; and between Saginaw, 
Mich., and Junction Mich. Highways 13 and 78, over specified 
routes, serving all intermediate points. 

lowa (Red Oak)—MC 5282, sub. 1, Ray Heffner. Permit 
proposed. Insecticides, paint, animal and poultry tonics and 
medicines, and poultry feed, from Quincy, Il., to points in 16 Ia. 
counties, and returned or rejected shipments of livestock feed. 
poultry feed, premiums and advertising matter, and of afore- 
mentioned commodities from Quincy, to Quincy. 

INlinois (Chicago)—-MC 19778, sub. 12, Chicago, Milwaukee, 
St. Paul & Pacific Railroad Co. Certificate proposed. General 
commodities, between Marinette, and Pound, Wis., and between 
Ocento, Wis., and Stiles Junction, Wis., over specified routes 
and return, for operating convenience only with no service 
at intermediate points. 

New York (New York)—MC 66562, sub. 698, Railway Ex- 
press Agency Inc. Certificate proposed. General commodities. 
moving in service, serving Scio, Bowerstown, and Midvale, O., 
as intermediate points connection with regular-route operations 
between Cadiz and Dennison, O., and subject to same condi- 
tions. 

Kansas (Melvern)— MC 75784, sub. 1, P. W. Haworth. 
common carrier. Denial of application proposed. Livestock and 
agricultural commodities, from Melvern and points within 12 
miles thereof to Kansas City, Kan., and Kansas City and North 
Kansas City, Mo.; and livestock, feed, farm machinery, and 
parts, binder twine, building, roofing and fencing materials 
and hardware, on return to Melvern and points within 12 miles 
thereof, with exceptions. 

Wisconsin (LaCrosse)—-MC 80430, sub. 
Transfer Co., Inc. 

































36, Gateway City 
Certificate proposed. General commodities 
with exceptions, serving points in Peru Township. Dubuque 
County, Ia., as off-route points in connection with regular- 
route operations. 

New York (Bronx)—-MC 81952, sub. 1, Frank Saccacio. 
Certificate proposed. Household goods, between New York, 
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N. Y., on the one hand, and, on the other, points in Va., over 





irregular routes. 


Nebraska (Valentine)—-MC 95109, sub. 1, Luther Beahr. 
Certificate proposed. Household goods, livestock, agricultural 
commodities, feed, and emigrant movables, from Valentine, 
points in Neb. and S. D. within 50 miles of Valentine, Crawford, 
Neb., points on U. S. Highway between Valentine and Craw- 
ford and Crawford and Alliance, Neb., to Denver, Colo.; and 
return, over irregular routes. 


California (Los Angeles)—-MC 103658, Frank. Mate and 
L. Wallen, common carrier. Denial of certificate proposed for 
want of prosecution. House trailers, by drive-away truck-away 
methods, between points in Calif., Nev., Wash., Utah, Ariz., 
N. M., Ore., and Tex. 


Utah (Moab)—MC 10410, sub. —, Guy Prichard, contract 
carrier. Permit proposed. Fused oxide, for plant of Vanadium 
Corporation of America at Monticello, U., to Thompson, U., over 
described route; and sulphuric acid, salt, soda ash, ammonium 
sulphate, and mining and milling machinery, supplies and equip- 
poe ng of unusual size or weight, between Thompson and Monti- 
cello. 

Missouri (Joplin)—-MC 104972, sub. 4, Eagel Picher Mining 
& Smelting Co. Permit proposed. Ore, between points in Chero- 
kee County, Kan., Ottawa County, Okla., and Barry, Jasper, 
Lawrence, McDonald, and Newton Counties, Mo., over irregular 
routes. 

Alabama (Florala)—-MC 105759, sub. 4, J. E. Cannon and 
K. B. Cannon. Certificate proposed. Passengers and their 
baggage and express, mail and newspapers, between named 
Fla. and Ala. points, over specified routes. 

Minnesota (St. Paul)—-MC 106032, sub. 2, Emil Stadelmaier, 
Kenneth G. Heimbach, and William M. Kidder. Certificate pro- 
posed. General commodities, with exceptions, serving 20 named 
points as intermediate or off-route points in Minn. in connec- 
tion with regular-route operations. 

Missouri (Merwin)—MC 106312, Eula F. Ricketts, common 
carrier. Certificate proposed. General commodities, with ex- 
ceptions, between points in Mo. and Kan. within 20 miles of 
Drexel, Mo., over irregular routes. 

_ New Jersey (Trenton)—-MC 106178, Sloane-Blabon Corpo- 
ration, contract carrier. Denial of permit proposed. Carpets, 
rugs, linoleum, and materials used in their manufacture, be- 
tween certain points, principally Yonkers, N. Y., and Philadel- 
phia, Pa. The report noted that where, as in this case, private 
carriers sought to obtain paying traffic to offset the cost of 
one-way empty operation, the Commission had particularly de- 
nied authority. 

Colorado (La Junta)—-MC 105649, Sub. 5, F. M. Stark and 
John W. Todd. Certificate proposed. Petroleum products, in 
bulk, in tank trucks, from Arkansas City, Augusta, Wichita, 
McPherson, Russell, Eldorado, and Shallow Water, Kan., to 
points in a described area of Colo., over irregular routes. 

North Carolina (Washington)—-MC 104708, Sub. 3, Chas. 
L. Poythress. Certificate proposed. Lumber and agricultural 
commodities, from and to specified points or areas in N. C., 
bi W. Va., Md., N. J., Pa., N. Y., and D. C., over irregular 
routes. 

Indiana (Evansville)—-MC 104634, Sub. 3, Cecil E. Wil- 
liams. Denial of certificate proposed. Passengers and baggage, 
in charter party service, over irregular routes, from Evansville 
and points within 50 miles thereof, on the one hand, to points 
in Ind., Tenn., Mo., Ill., and Ky., on the other and return. 

Georgia (Douglas)—-MC 102837, Sub. 5, Georgia-Florida 
Coaches, Inc. Certificate proposed. Passengers and their bag- 
gage, and express and newspapers, between junction Ga. high- 
ways 89 and 31, and Perry, Fla., over a specified regular route, 
and return, serving all intermediate points. 

Texas (Pampa)—-MC 100199, Sub. 4, J. D. Wright & Son. 
Certificate proposed. Machinery, equipment, materials and sup- 
plies used in or in connection with the discovery, development, 
production, refining, manufacture, processing, storage, trans- 
mission and distribution of natural gas and petroleum and their 
products and by-products, and machinery, materials, equipment 
and supplies used in or in connection with the construction, 
operation, repair, servicing, maintenance and dismantling of 
pipe lines, including the stringing and picking up thereof, ex- 
cept the stringing or picking up of pipe in connection wth main 
or trunk pipe lines, between points in N. M. and Okla., on the 
One hand, and, on the other, points in a described area of Tex., 
over irregular routes. 

New York (White Plains)—-MC 92979, Sub. 1, Anthony J. 
Madden. Certificate proposed. Household goods, between White 
Plains, N. Y., and points in N. Y. and Conn., within 10 miles 
thereof, on the one hand, and, on the other, points in N. Y., 
N. J., and Conn., over irregular routes. 

New Jersey (Lyndhurst)—-MC 92976, Sub. 1, Raphael Vil- 
lanova. Certificate proposed. Merchandise dealt in by novelty 
Stores, from Lyndhurst to New York, N. Y.; sheet paper, be- 
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tween Lyndhurst and Newark, N. J., on the one hand, and New 
York, on the other; and paint pigments, from New York to 
Newark, over irregular routes, without service at intermediate 
points. 

INlinois (Streator) —-MC 72892, Sub. 1, Bessie Scheidt. Cer- 
tificate proposed. Household goods, between points in IIl., ex- 
cept Streator, and points within 15 miles thereof and points in 
the Chicago commercial zone, on the one hand, and, on the 
other, points in Ind., Ia., Ky., Mich., Mo., O., Pa., Tenn., W. Va., 
and Wis. over irregular routes. 

New York (New York)—MC 66562, Sub. 699, Railway Ex- 
press Agency, Inc. Certificate proposed. General commodities, 
moving in express service, between Clinton, Mich., and junction 
Mich. highway 11 with county highway 467 near Manchester, 
Mich., over a specified route, serving all intermediate points; 
and between Addison, Mich., and junction U. S. highways 112 
and 127, serving all intermediate points, subject to usual con- 
ditions. 

New York (New York)—MC 66562, Sub. 685, Railway 
Express Agency, Inc. Certificate proposed. General commodi- 
ties, moving in express service, between the town of Lubec and 
East Machine, Me., over a specified route, and return, with no 
service at intermediate points, subject to the usual conditions. 

Wyoming (Casper)—MC 59856, Sub. 5, Salt Creek Freight- 
ways. Certificate proposed. General commodities, with excep- 
tions, between Casper, Wyo., and site of Casper Air Base, over 
irregular routes; -and between Pine Tree and Gillette, over a 
specified route, and return, serving all intermediate points. 


Texas (Dallas)—-MC 52511, Sub. 20, Hunsaker Trucking 
Contractor, Inc. Certificate proposed. Machinery, equipment, 
materials and supplies used in or in connection with the dis- 
covery, development, production, refining, manufacture, process- 
ing, storage, transmission and distribution of natural gas and 
petroleum and their products and by-products; or in connection 
with the construction, operation, repair, servicing, maintenance 
and dismantling of pipe lines including the stringing and pick- 
ing up thereof; and heavy machinery, and heavy or cumber- 
some commodities, requiring special equipment, and parts 
thereof, between points in Tex., Okla., La., Kan., N. M., Ark., 
Miss., Ala., Ga., and Fla., over irregular routes. 

Massachusetts (Cambridge)—MC 33412, Sub. 1, E. H. Hinds 
Trucking, Inc. Denial of certificate proposed. Commodities re- 
quiring specialized handling or rigging, between points in Mass., 
and between points in Mass., on the one hand, and, on the other, 
points in 26 states and D. C., over irregular routes. 


Wisconsin (Wausau)—-MC 31465, Sub. 12, Stefke Freight 
Co. and Wesley Freight Co. Certificate proposed. General 
commodities, with exceptions, between Fond du Lac, Wis., and 
junction Wis. highway and U. S. highway 41 over Wis. highway 
55, serving intermediate point, Pipe, Wis.; and between Chilton, 
Wis., and junction U. S. highway 151 and Wis. highway 55, over 
U. S. highway 151, for operating convenience only serving no 
intermediate point. 


Nevada (Las Vegas)—-MC 30633, Sub. 2, Lee Speirs. Cer- 
tificate proposed. Passengers and their baggage, and newspa- 
pers, mail, and express, between Las Vegas and Ely, Nev., 
over U. S. highway 93, serving all intermediate points, service 
at Pioche, Nev., limited to traffic requiring transportation from 
or to points north of Pioche or south of Cliente, Nev., and serv- 
ice at Las Vegas limited to traffic from or to points located north 
of Glendale, Nev. 

Oklahoma (Tulsa)—MC 30042, Sub. 5, John W. Presley. 
Certificate proposed. Machinery, equipment, materials and sup- 
plies used in or in connection with the discovery, development, 
production, refining, manufacture, processing, storage, transmis- 
sion and distribution of natural gas and petroleum and their by- 
products; and in connection with the construction, operation, 
repair, servicing, maintenance and dismantling of pipe lines, in- 
cluding the stringing and picking up thereof, except the string- 
ing or picking up of pipe in connection with main or trunk pipe 
lines, between points in Okla., on the one hand, and, on the 
other, points in Ark. and La., over irregular routes. 

Oklahoma (Oklahoma City)—-MC 29778, Sub. 48. Yellow 
Transit Co. Certificate proposed. General commodities, with 
exceptions, between Chicago and Litchfield, Ill., over U. S. 
highway, as alternate route in connection with authorized op- 
eration, subject to certain restrictions. 

Indiana (Indianapolis)—-MC 23024, Sub. 7, William S. El- 
lis and Fay O. Ellis. Denial of certificate proposed. Household 
goods, between points in Mich., Ind., Ky., and Tenn., over ir- 
regular routes. 

Idaho (Boise)—-MC 12323, M. A. Compton and Tom Comp- 
ton, broker. License proposed. Household goods, between points 
in Ore. within 150 miles of Boise, and points in Ida., on the one 
hand, and, on the other, points in the U. S. 

Vermont (Rutland)—-MC 7359, Sub. 1, Rutland Bus Co., 
Inc. Certificate proposed. Passengers and their baggage, and 
mail, newspapers, and express, between Whitehall and Glens 
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Falls, N. Y., over a specified route, and return, serving all in- 
termediate points. 

Washington (Seattle)—-MC 6200, Sub. 1, Lloyd Transfer 
Co., Inc. Certificate proposed. General commodities, with ex- 
ceptions, between Seattle, on the one hand, and points within 
3 miles thereof, on the other, over irregular routes. 

Texas (Pampa)—MC 105549, Sub. 2, C. M. Jeffries Truck- 
ing Co. Certificate proposed. (1) Machinery, equipment, ma- 
terials and supplies used in, or in connection with, the discovery, 
development, etc., of natural gas and petroleum and their prod- 
ucts and by-products; (2) machinery, materials, equipment and 
supplies used in, or in connection with, the construction, opera- 
tion, repair, etc., of pipe lines, including stringing and picking 
up, with exceptions; and (3) heavy machinery and heavy or 
cumbersome commodities requiring special equipment, and parts 
thereof, between points in Tex., Okla., N. M., and Kan., over 
irregular routes, traversing Colo. for operating convenience 
only. 

District of Columbia (Washington)—-MC 105486, Sub. 2, 
Morris Fox. Denial of application proposed. Pasteurized milk, 
buttermilk and cream, in containers, in refrigerated trucks, from 
points in Md. and the District of Columbia to points in Va., N. 
C., and S. C., over irregular routes, and empty containers on 
the return movement. 

Colorado (Colorado Spring)—MC 105027, Sub. 7, C. A. 
Nelson and Arthur C. Burgess. Certificate proposed. Machin- 
ery, materials, supplies and equipment incidental to, or used in, 
the construction, development, operation and maintenance of 
facilities for the discovery, development, and production of nat- 
ural gas and petroleum (1) between points in Moffat, Rio 
Blanca, Mesa, and Garfield counties, Colo., and (2) between the 
aforementioned points, on the one hand, and, on the other, points 
in Colo., all over irregular routes. 

New York (Brooklyn)—-MC 104198, Sub. 1, Philip Trom- 
bina. Certificate proposed. Marine engine parts, marine electri- 
cal equipment and ship’s and boat’s operators, over irregular 
routes, between New York, N. Y., on the one hand, and, on the 
— points in N. J. within 50 miles of Columbus Circle, New 
York, N.. WY. 


Michigan (Detroit)—-MC 101751, Sub. 2, Russell Fielder. 
Denial of certificate proposed. Household goods, office furniture, 
and store stocks between Mich. points, on the one hand, and, on 
the other, points in Ala., Ark., Ga., Ky., N. C., S. C., Tenn., 
Tex., Va., W. Va., Wis, and the District of Columbia, traversing 
La. and Okla. for operating convenience only, over irregular 
routes. 


Kansas (Denton)—-MC 71989, Sub. 1, Vernon F.. Winchester. 
Certificate proposed. (1) Mill feeds and new household furni- 
ture and household furnishings from St. Joseph, Mo., to Den- 
ton, Kan., and specified points, and (2) live stock between Den- 
ton and specified points, on the one hand, and, on the other, 
Kansas City, Mo., and Kansas City, Kan., over irregular routes. 


Oklahoma (Enid)—-MC 69419 Sub. 37, Harold C. Groen- 
dyke. Certificate proposed and denial of dual operation pro- 
posed. Petroleum products in bulk, in tank trucks, from Wich- 
ita Falls, Tex., and points within five miles thereof, to specified 
Okla., points, over irregular routes. 


Mississippi (Meridian)—-MC 55876, Rivers Truck Lines. 
Certificate proposed. General commodities, with exceptions, be- 
tween Winona, Miss., and Senatobia, Miss., over U. S. highway 
51, serving all intermediate points. 


Pennsylvania (Philadelphia)—-MC 46047, Sub. 1, Reading 
Transportation Co. Certificate proposed. Passengers and their 
baggage, and express, mail and newspapers in the same vehicle 
with passengers, between Pottsville, Pa., and Ashland, Pa., 
over U. S. highway 122, serving all intermediate points, sub- 
ject to conditions. 

Minnesota (Crookston)—-MC 59158, Sub. 3, Triangle Trans- 
portation Co. Certificate proposed. Passengers and their bag- 
gage and newspapers, express and mail in the same vehicle 
with passengers, between Thief River Falls, Minn., and Grand 
Forks, N. D., over a specified regular route, and return, serving 
specified intermediate points. 


Ohio (Akron)—MC 11315, Sub. 4, William A. Givens. Per- 
mit proposed. Rubber heels, rubber soles, rubber soling and 
rubber taps, from Wadsworth, O., to Nashville, Tenn., Paducah, 
Ky., and St. Louis, Hermann, Jefferson City, and Kirksville, 
Mo., over irregular routes, traversing Ind. and Ill. For oper- 


ating convenience only, and rejected shipments of the afore- 


mentioned commodities on return. 


Massachusetts (Springfield)—-MC 1940, Sub. 10 (corrected), 
Trailways of New England, Inc. Certificate proposed. Passen- 
gers and their baggage, between Lowell, Mass., and Rockingham 
Park Racetrack, Salem, N. H., and return over a described 
route, in seasonal operations between May 15 and December 1, 
each year, restricted to racing days only, and with further 


restrictions. 
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Texas (Midland)—MC 60131, Sub. 4, Mrs. Annie Ford. q 
Certificate proposed. Household goods (1) between points in er 
Tex., on the one hand, and, on the other, points in Ariz., and 
Ark., and (2) between points in Tex., with specified exceptions, 
on the one hand, and on the other, points in Calif., Colo., La., 
N. M., and Okla., all over irregular routes. 


May, 
ae 
date | 
Alleghany Asks Removal of witha 
M-P and Frisco Trustees j 


The Alleghany Corporation has filed a complaint with the 
Commission, No. 29533, asking the Commission to investigate 
and “enter all appropriate orders to secure the removal’ of 
Guy A. Thompson and Frank A. Thompson as trustees in re- 
organization, respectively, of the Missouri-Pacific and the St. 
Louis-San Francisco, alleging that they have effectuated con- 
trol or management of the two roads in a common interest, in 
violation of section 5(4) of the interstate commerce act. 

Observing that the railroads were both in reorganization 
and that they were competing carriers, ‘being directly and 
fully competitive in their operations,” the Alleghany Corpora- 
tion continued: C 
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As brothers and as law partners, and in their capacities as trustees 
in reorganization for these respective railroads, the above-named de- 
fendants, without the approval and authorization of the Interstate 
Commerce Commission required by section 5(2) of the interstate com- 
merce act, and in violation of section 5(4) of said act, have entered would 
into transactions within the scope of section 5(2)(a) thereof, and have curtai 
accomplished or effectuated, or participated in accomplishing or effec- E 
tuating, the control or management of said railroads in a common Unite 
interest, and have continued to manage and control, and are now 
managing and controlling said railroads in a common interest in vio- preset 
lation of said section 5(4) of the act. the la 

dicati 
The corporation asked the Commission “as required by traffic 
law,” forthwith to take necessary and appropriate steps to haul. 
pursue “all investigations, actions and proceedings, and enter tral w 
all appropriate orders to secure the removal of defendants as ~ 
trustees in reorganization .. . and prescribe such further terms, ricultt 
conditions, and limitations upon the actions and conduct of portin 
these defendants as will prohibit and prevent future violations that | 
by them of the interstate commerce act in respects herein com- they v 
plained of.” 

The complaint was signed by R. W. Purcell, vice-president 

of Alleghany Corporation. W 





I. C. R. R. Asks Authority to 
Issue $84,443,000 Bonds 


The Illinois Central Railroad Co., by an application in 
Finance No. 15293, has asked the Commission for authority 
(1) to issue $49,443,000 I. C. Railroad Co. first and refunding 
mortgage 3% per cent bonds, series A, due July 1, 1976, to be 
exchanged for certain bonds of the I. C. and of the Chicago, 
St. Louis & New Orleans Railroad Co. outstanding in the same 
aggregate amount; and (2) to issue and sell $35,000,000 I. C. 
Railroad Co. first and refunding mortgage bonds, series B, 
due July 1, 1986, the proceeds to be used to redeem a like 
aggregate amount of the I. C.’s 4 per cent and 5 per cent re- decide 
funding mortgage bonds due November 1, 1955. and fc 

The I. C. said that it and the C. St. L. & N. O., a wholly 
owned subsidiary, had outstanding certain bonds that would Tt 
mature in 1951 and 1952 and were not callable. In addition 
to the exchangeable underlying bonds, said the I. C., it had 
$1,000,000 of sterling bonds maturing in 1950, two issues of 
noncallable bonds aggregating $34,687,500 maturing in 1953, 
and an issue of callable bonds aggregating $35,000,000 matur- 
ing in 1955. It said it had now no mortgage on its properties 
adequate to be used as a financing medium to refund the As 
approaching maturities. It added: 
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After mature consideration the board of directors and management 
of the applicant have reached the conclusion that it is desirable, in so 
far as possible, to retire at this time, while market conditions are 
favorable, at least a substantial portion of the underlying bonds matur- 
ing in 1950, 1951 and 1952....In order to create a satisfactory new 
bond issue to be offered for exchange for a portion of the outstanding 
bonds it is necessary to call for redemption the applicant’s refunding 
mortgage bonds maturing in 1955, which are the only bonds maturing 
prior to 1963 which are callable. 


Accordingly, the applicant proposes, subject to the approval of the 
Commission, to offer to holders of the exchangeable underlying bonds 
the right to exchange their bonds for a like principal amount of new 
first and refunding mortgage bonds, series A, due July 1, 1976, together 
with certain cash premiums as set out in the offer of exchange of In 
schedule A hereto. solicitc 
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Hearings in Ex Parte 162 


(Continued from p. 1418) 


May 7, second day of the hearing before division 2 of the Com- 
mission on the petition of the railroads for an increase in freight 
rates of 25 per cent, and continuance without an expiration 
date of the 10 per cent increase in basic passenger fares granted 
in 1942. The two officials urged that no increases be granted 
without full and adequate hearing. 

The division is hearing Ex Parte No. 162, Increased Rates 
and Charges, 1946, in which the railroads asked for a 25 per 
cent increase in freight rates, effective May 15, on one day’s 
notice and without suspension, only insofar as the railroads 
asked permission to make the increases effective on that day 
and on that notice. However, the Commission also reopened 
Ex Parte No. 148, Increased Railway Rates, Fares and Charges, 
1942, to hear it with Ex Parte No. 162, to determine whether 
the increases there granted, and under suspension since May 
15, 1943, should be restored May 15, with such changes as 
might be found “just and reasonable” (see Traffic World, May 
4, p. 1351). 

Metzman Completes Testimony 


Gustav Metzman, president of the New York Central sys- 
tem completed his testimony, interrupted by adjournment on 
the first day. He said that unless very prompt relief was af- 
forded in the form of increased freight rates, the railroads would 
not only continue to be operated at a substantial deficit that 
would destroy their credit, but they would be forced greatly to 
curtail, if not to suspend entirely, their rehabilitation programs. 

Edward H. Miller, special assistant attorney general of the 
United States, loaned to the Office of Price Administration to 
present its case in the proceedings asked Mr. Metzman about 
the latest figures on average haul. The witness said every in- 
dication was that “we will revert rather quickly to normal 
traffic,’ and that there was nothing in view to lengthen the 
haul. In 1945 he said the average haul on the New York Cen- 
tral was 245.31 miles, while in 1939 it was 318.20. 

James K. Knudson, appearing for the Department of Ag- 
riculture, asked if he might see the work sheets used in sup- 
porting Mr. Parmelee’s statements concerning 30 railroads 
that had replied to a questionnaire on traffic, and was told 
they would be available for examination. 


Effect of War Passenger Traffic 


Walter S. Franklin; vice-president in charge of traffic of 
the Pennsylvania Railroad, commenting on the effect of war- 
time passenger traffic on net revenues, said: 


The important point which cannot be over-emphasized at this time 
in this proceeding is that the passenger traffic during the last four years 
has produced a very substantial portion of the net income of the rail- 
roads, whereas in prior years, for the railroads as a whole, it has not 
contributed to the net income according to the Interstate Commerce 
Commission formula, but has actually resulted in substantial deficits. 

The contribution of passenger revenues to total revenues during 
the war years is shown by the fact that whereas freight net railway 
operating income in 1944 was less than in 1940, passenger net railway 
operating income in 1944 was $234 million as contrasted with a $262 mil- 
lion deficit in passenger net railway operating income in 1940. 


Mr. Franklin described the meeting of a committee of 
traffic officers, followed by the meeting of traffic officers rep- 
resenting all of the railroads. He said it had been “reluctantly” 
decided, after the revenue figures for the first quarter of 1946, 
and for April, had become available, that an increase of 25 
per cent in freight rates must be asked. 

The witness introduced the master tariff in which form 
it was proposed to publish the proposed increases, and in an- 
swer to a question by Commissioner Aitchison, said it could be 
handled in 48 hours, observing that the railroads, foreseeing 
the need for increased rates, had been working on it for some 
months. 


As to the position of the Class I railroads on the matter 
of minimum charges, and charges for pick-up and delivery 
services, Mr. Franklin observed that the present proposal in- 
creased all class rates 25 per cent and added that that would 
be a very substantial increase on less-carload traffic. As to the 
minimum charge per shipment, he said it would be increased 
from 55 cents to one dollar, continuing by saying that was “a 
pretty important increase because something like 10 per cent 
of less-carload traffic moves on that minimum charge.” The 
minimum rate for pick-up and delivery service had been 45 cents 
in Official Territory, he said, and that it was proposed to make 
it 50 cents per 100 pounds all over the country. In answer to 
a question from Commissioner Alldredge, Mr. Franklin agreed 
to see whether the 10 per cent figure related to volume of ship- 
ments or to revenue. 

In answer to questions put by Frederick G. Hamley, general 
solicitor for the National Association of Railroad and Utilities 
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Commissioners, and representing a number of state commis- 
sions, Mr. Franklin said the traffic officers of the railroads, 
before deciding to ask for the 25 per cent increase, had thought 
they “might get by” with something around 15 to 20 per cent. 


Stabilization Director’s Position 


Chester Bowles, economic stabilization director, said his 
agencies were not yet in a position to know whether or not the 
recently granted wage increase and other factors affecting rail- 
road operations made the freight rate increase necessary. He 
said that “in view of the delicate situation of the stabilization 
program and for reasons I have outlined, I urge the Commission 
to examine thoroughlv the railroads’ need for a permanent 
increase before granting any rate adjustments at-all.” 

Replying to a question by Commissioner Aitchison, Mr. 
Bowles said the stability of transportation costs had been one 
of “the greatest helps we have had.” After reviewing what he 
called inflationary pressures on prices, and saying Mr. Porter 
would testify that increases in freight rates would require in- 
creases in price ceilings in many cases, Mr. Bowles said: 

It is important to keep in mind the importance of the timing of any 
readjustments of freight rates. Their effect upon prices will depend in 
great part upon the margins available for their absorption. I think it 
probable . .. that the margins for absorption indicated in the recent 


profit statements will prove to be about the lowest that we shall see 
during the transition period. ... 


_ He said that, in his opinion, any decision that might require 
“immediate readjustments throughout the economy” should be 
postponed until “we can get a better perspective on prices, costs, 
and the margins available for absorption of cost increases.” 
In this respect, he said, the true interest of the railroads was 
identical with that of the economy as a whole. Questioned by 
Commissioner Aitchison as to the proper notice on which any 
increases granted should be filed, Mr. Bowles said he favored 
a shorter rather than a longer notice. 

In cross-examination of Mr. Bowles, J. Carter Fort, general 
counsel for the Association of American Railroads, having in- 
formed the witness of the extent of increased costs to the rail- 
roads, drew an affirmative reply to the statement that, although 
such increases had been reflected in railroad costs, the rate level 
of the railroads was substantially the same as in 1939 or 1941. 


Price Administrator for “Adequate Hearings” 


Mr. Porter, while taking the position in answer to a ques- 
tion from the bench, that the O.P.A. was not attempting to take 
over the Commissoin’s duties, said the latter must take into 
consideration the O.P.A. problem in making a decision on 
freight rates. He said that “if O.P.A. should fail to solve its 
problem successfully, the cost to the railroads would be far 
greater than what they would net from any rate increase which 
might be awarded them for the period between May 15 and the 
conclusion of an adequate hearing.” 

He objected to the Commission’s attempting to solve the 
problem by granting an interim increase below the level the 
railroads sought, and later following that with another general 
increase, saying successful administration of price control would 
be seriously hurt by such a procedure. 

Commissioner Mahaffie put a series of questions to the wit- 
ness as to the procedure by which O.P.A. granted subsidies to 
high-cost producers in various industries and asked whether 
or not the witness’ position might be changed if he knew some 


Yailroads that had a problem of meeting their payrolls. He 


asked what could be done if an increase of 15 per cent was 
granted to Class I railroads and was not sufficient for some 
railroads. Mr. Porter replied that subsidies expired June 1. 
He added that O.P.A. had requested their continuance but that 


it had made “no allowances for additional activities such as 
you have suggested.” 


Mr. Miller asked a question to develop the fact that the 
O.P.A. policy was not to make industry-wide adjustments, but 
to make individual adjustments for high-cost producers. 

The witness agreed with a statement by Mr. Fort that tre 
request for increases was not based on subnormal volume or 
revenues, but on levels higher than for any but one of two 
previous years, and said he was not aware that the testimony 
in Ex Parte 148 and reports filed with the Commission were 
available for consideration in the instant proceeding. After 
the witness said it would require detailed analysis for his 
office to speak with authority of the. effect of the proposed 
increased rates on the stabilization program, Mr. Fort ob- 
served that it would require a change “in your statute,” which, 
he said, as to rate-making and as to the effect of rate-making 
on the stabilization program, left.the authority with the Com- 
mission, with O. P. A. having a right to advise the Commis- 
sion ‘what it thought.” 

Mr. Fort said the witness had mentioned the country was 
nearing completion of a “round of increased wages and prices,” 
and was advised of the fact that the increases had not gotten 
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around to the railroads. Mr. Porter said prices had been held 
stable during the war, so that “it has nothing to do with the 
fact that one group has not had increases.” Mr. Fort asked: 
“But it does have something to do with whether or not that 
group had anything to do with the increases?” Mr. Porter 
replied in the affirmative. 

Asked why the O. P. A. would change ceiling prices merely 
because rates were changed, Mr. Porter said the O. P. A. had 
a number of regulations that permitted passing on increases 
in transportation, adding that “we would want to adhere to 
the 1936-39 standard and increases in transportation would 
make it necessary for us to depart from that standard.” 


Separate Hearing for Shippers 


At the close of questions put to Mr. Franklin by a number 
of group representatives, Commissioner Aitchison asked that 
the groups cooperate in order to save time. Those cross- 
examining Mr. Franklin on matters of interest to the groups 
they represented were: A. L. Reed, for Southwestern Compress 
and Warehouse Association and three western motor rate 
bureaus; J. V. Norman, for the Southern Governors Confer- 
ence and others; M. W. Wells, for Growers and Shippers 
League of Florida and other Florida groups; F. C. Hillyer, for 
the Florida Rate Conference, and others; R. A. Ellison, for 
American Aggregates Corporation et al.; and Charles E. 
Blaine, for American National Live Stock Association and 
National Wool Growers Association. 

Louis A. Schwartz, general manager, New Orleans Traffic 
and Transportation Bureau, asked that a separate hearing be 
arranged for shippers. Commissioner Aitchison indicated that, 
, beginning on May 8, the request would be granted. 


Tilford Sees No Traffic Diversion 


John E. Tilford, vice-president in charge of traffic of the 
Louisville & Nashville Railroad, said that, while the increase 
the railroads were asking would “raise an umbrella over their 
competitors,” motor carriers and water carriers were also facing 
increased wage and material costs. Therefore, he said, the rail- 
roads did not believe there would be a diversion from the rails 
sufficient to impair the increased revenue that would be obtained 
on other traffic. 

Referring to a decline in freight and passenger traffic, Mr. 
Tilford said that, for the first 1946 quarter, southern class I 
railroads had experienced a decline in freight revenue, compared 
with the same quarter of 1945, of $46,187,646, or 18.6 per cent; 
in passenger revenue, a decline of $16,504,680, or 23.5 per cent; 
and in total operating revenue, a decline of $64,909,811, or 
19.1 per cent. 

Further declines, he said, promised further unfavorable 
operating results for the balance of the year as compared with 
the first quarter. Concurring in the evidence of Mr. Franklin 
and of Dr. Parmelee, Mr. Tilford said it showed that the volume 
of traffic expected in 1946 would not be sufficient, at the current 
basis of rates, to meet the increased wage costs that had been 
authorized, and the increased cost of materials, supplies, and fuel 
that had been incurred and were anticipated this year. 

H. M. Johnson, chief traffic officer of the Missouri Pacific 
Lines, while subscribing to the testimony of Dr. Parmelee and 
Mr. Franklin, said there were conditions in the western district 
that should be emphasized. He observed that while products 
of agriculture and animals and products traffic had continued 
very nearly the same in the war years as in the pre-war years, 
manufactures and miscellaneous traffic, in 1940 representing 
28.60 per cent of the total traffic and 40.55 per cent of revenue, 
in 1944 represented 35.65 per cent of the total traffic and 54.95 
per cent of the revenue. 

The 1940 conditions, he said, closely approximated the 
experience of western carriers over a long range of years pre- 
ceding the war and that it was “our best judgment that similar 
conditions of traffic will prevail in the post-war years, rather 
than a continuation of the war traffic experience.” Agriculture 
and livestock comprised an important part of the traffic of the 
western carriers, he said, and that in order to obtain the addi- 
tional revenue needed, rates on such commodities should be 
increased as proposed in the petition, adding that rates on such 
commodities had not been increased in any general increased 
rate case in the last 20 years to the same extent as most other 
commodities. 

He said it was not true that the repeal of the land grant 
deductions, effective October 1, would substantially benefit the 
railroads of $8,437,500, on the assumption that all the traffic 
as to the annual savings to the railroads, Mr. Johnson submit- 
ted several estimates, each of which, he said, would be an over- 
statement rather than an understatement. 

He estimated that Army and Navy traffic now subject to 
land grant deductions for the fiscal year ending June 30, 1947, 
would not involve more than $225,000,000 in rail transportation 
charges, and applying 15 per cent as the effect of an overall 
deduction for land grants, he said the total deductions for that 
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year would be $33,750,000, a gain in the last quarter for the 
railroads of $8,457,500, on the assumption that all the traffic 
involved would be subject to the deductions which, he said, 
would not be so. 

Based on pre-war experience, and quoting an estimate of 
the board of investigation and research that a total of $85,964,- 
000 in land grant deductions had been made from January 1, 
1928, to December 31, 1940, for both troops and property, Mr. 
— averaged the figures for the 13-year period at $6,612,- 


Observing that the figures covered a period when deduc- 
tions applied on all government property, and not merely mil- 
itary and naval property, and a period in most of which there 
was heavy government traffic under the Work Projects Ad- 
ministration and other relief agencies; and balancing this with 
the larger Army and Navy for the post-war period, estimating 
them at three times pre-war figures, he said it was difficult to 
think that this would result in total land grant deductions more 
than three times the average during the pre-war period, on 
which basis, he said, the total deductions would be $19,836,000. 

As a third estimate, Mr. Johnson said the “largest in- 
formed estimate” ever made for an annual period just before 
the war was $10,000,000. Multiplying this by three, he said, 
would produce an annual figure of $30,000,000. However, he 
said, in this figure there was a heavy movement of traffic no 
longer subject to land grant deductions after passage of the 
Transportation Act of 1940. 

Quoting an estimate of the Comptroller General that in the 
fiscal year 1945, transportation requests and bills of lading for 
the government totaled about $3,000,000,000 as compared with 
an annual transportation bill in 1940 and prior years of less 
than $70,000,000, Mr. Johnson, assuming $65,000,000 as a fair 
average for 1940 and prior years and allowing for an Army and 
Navy in the post-war period 300 per cent of the pre-war period, 
said this would represent an annual payment of $195,000,000 
for freight transportation. With 90 per cent of the inland 
transportation by railroad, representing charges of $175,500,000 
he said 15 per cent of that figure would give estimated land 
grant deductions of $26,325,000. 

Averaging the four estimates, he said, would give $27,490,- 
000 as the annual saving resulting from complete elimination 
of all land grant deductions to become effective October 1. The 
saving in 1946 on that basis, he said, would be $6,872,500. 


Tennessee Group Supports Ex Parte 1D8 Increases 


C. E. Widell, transportation director, Tennessee Manufac- 
turers Association, in a verified statement filed with the Com- 
mission in Ex Parte No. 148, Increased Railway Rates, Fares 
and Charges, 1942, and Ex Parte No. 162, Increased Railway 
Rates, Fares and Charges, 1946, has asked the Commission to 
modify its order in Ex Parte 148 by removing the suspension of 
the increases in that proceeding so as to permit those increases 
to be restored effective May 15, with such changes or modifica- 
tions as the Commission may determine to be just and rea- 
sonable. 

He further asked that the petition in Ex Parte 162, insofar 
as it requested permission to make the requested 25 per cent 
increases in that proceeding effective May 15, on one day’s no- 
tice, be denied, and that it be assigned for further hearing to 
determine the extent to which the rail carriers might require 
additional revenues greater than as authorized in Ex Parte 148. 

On consideration of replies to the petition of the railroads 
in Ex Parte 162, that they be permitted to make a 25 per cent 
increase in freight rates and charges effective May 15, on one 
day’s notice, and without suspension, the Commission to enter 
into an investigation thereafter and determine the extent of 
the necessary increases, awarding any reparations that might 
be found required, the Commission set Ex Parte 126 to hearing 
in Washington May 6, and at the same time reopened Ex Parte 
148 to determine whether the increases permitted in. that pro- 
ceeding, and under suspension since May of 1943, should be 
permitted to go into effect May 15, with such changes as might 
be found just and reasonable (see Traffic World, May 4). 

Mr. Widell said that “the shipping interests are fully cog- 
nizant of the carriers’ revenue needs in furnishing sound, effi- 
cient and economical transportation as set forth in the national 
transportation policy.” He said the question involved was not 
so much the needs of the carriers, but the extent of those needs 
and the procedure to be followed in meeting them. 


As to the further question of the mode by which the neces- 
sary increases might be accomplished, he said that, under per- 
centage increases, “the short-haul shippers who frequently con- 
trol market prices bear not only the least increased burden, 
but also gain substantial benefits in competitive relationships 
with long-haul shippers.’”’ This would be particularly true, he 
said, in connection with increases as high as 25 per cent, and 
continued: 


It is moreover realized that the proposed increases set forth in 
said petition in Ex Parte 162 are of a character approaching the 
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heavy and substantial increases following World War 1, particularly 
on heavy loading commodities. It may well be that these increases 
might become necessary in order to maintain a sound and efficient, 
as well as economical, transportation system; but the impact upon the 
commerce of the country will, to say the leas, be considerable. 


American Barge Asks Increase 


American Barge Line, in a petition filed with the Commis- 
sion, asked that it be authorized, effective contemporaneously 
with any increases authorized in rail rates, and on similar no- 
tice to the public, the increase by 25 per cent its carload and 
less-carload port-to-port rates and its joint rates in connection 
with other common carriers. 


D. & C. Navigation Also Wants 25% 


The Detroit and Cleveland Navigation Co., in a petition 
to the Commission, has asked authorization for a 25 per cent 
increase in freight rates and charges, and requested consid- 
eration of its petition in connection with the hearing and 
decision on the petition in Ex Parte No. 162, Increased Rail- 
way Rates, Fares and Charges, 1946, “except with respect to 
the request of the latter petition for permission to publish and 
file the increases therein proposed effective on May 15, 1946, 
upon one day’s notice.” 

It said its operation costs had risen for the last five years 
and that increases in the prices of materials and supplies and 
in wages would cause its 1946 operating costs to be substan- 
tially higher than in 1945. Its volume of freight traffic and 
the revenue from it decreased in 1945 substantially below the 
1944 levels, said D. and C. 


Short Lines Join Petition 


The short line railroads, by a supplemental petition in 
Ex Parte No. 162, joined the Class I railroads in asking for 
continuation in effect, without expiration date, of the increase 
of 10 per cent in basic passenger fares and charges authorized 
in Ex Parte 148, and the 25 per cent increase in freight rates 
and charges. 


Other Shipper Petitions 


The Gardner, Mass., Chamber of Commerce, replying to 
the railroads’ petition of April 15, said that assuming the 
recent wage award necessitated some increased revenue if the 
carriers were to remain solvent, the impact of such an “ex- 
traordinary increase” as requested on shippers and receivers, 
many of whom were operating at a loss under Office of Price 
Administration ceiling prices, also warranted consideration. 
Should the Commission find that a freight-rate increase was 
warranted, said the Gardner chamber, it urged the Commis- 
sion to recommend to the “administration” and to the O. P. A. 
that the increases might be fully reflected in the selling prices 
of commodities. 


Intervening petitions in Ex Parte 162, Increased Railway 
Rates, Fares, and Charges, 1946, have been filed with the Com- 
mission by the Kansas City Connecting Railroad Co. and the 
Inland Waterways Corporation, operating Federal Barge Lines. 


Noting that it served the public stockyards at Kansas City, 
Mo-Kan., the Kansas City petitioner said its rates and charges 
applicable on interstate traffic were embodied in its local tariff 
No. 6, I. C. C. No. 6, issued December 26, 1945, effective on 
interstate traffic February 1, 1946, and that it was subject to 
the same operating costs as obtained on the lines of connecting 
carriers. It did not handle passenger traffic, said the K. C. com- 
pany. Its operating employes, it said, received the same or 
greater rates of pay as did employes of connecting carriers 
performing the same service. 


“The net operating income of intervening petitioner for 
1945 and prior war years discloses that this railroad is in no 
position to withstand the impact of the additional adverse fac- 
tors with which it is confronted in 1946,” said the K. C. com- 
pany. 

The 16-cent-an-hour wage increases determined on in April 
and retroactive to January 1, it said, would add $5,507.36 to 
the 1946 wage bill for employes other than those engaged in 
loading and unloading of live stock. It said this increase added 
to the previous increases of more than 26 per cent made the 
total increase in wage levels since the beginning of the war 
in excess of 48 per cent, making the increases in wage payments 


in 1946 approximately $14,990, which amount, it said, applied 


in connection with those of its employes who did not perform 
direct labor in loading or unloading services. 

In addition to the $14,990 wage increases, said the K. C. 
company, it had granted its employes, excluding administrative 
employes in the service of loading and unloading live stock 


| since September 1, 1941, wage increases that amounted to 28.4 


cents an hour or 54 per cent, the wage increase to loading and 
unloading employes approximating $38,050 annually. It said 
the total of increased wages because of increases in hourly 
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ae granted since September 1, 1941, amounted to more than 
’ 00. 

Observing that it was the agent of the trunk-line petitioners 
in the performance of all necessary service in the loading and 
unloading of live stock at the Kansas City stockyards, the K. C. 
company asked that it be granted authority to increase all its 
rates and charges under its applicable tariff 25 per cent ef- 
fective simultaneously with any increase granted the original 
petitioners in Ex Parte 162. 


Inland Waterways Corporation Petition 


Inland Waterways Corporation asked that in the event the 
Commission granted in whole or in part the authority to in- 
crease rates and charges as prayed in the railroad petition, it 
should grant Inland like authority to make corresponding in- 
creases in its local, proportional, and joint all-water rates in 
order that it might be in a position to continue the rate rela- 
tions presently reflected by the all-water rates. 

For the last several years, said Inland, the costs of con- 
ducting its operations had increased with respect to the items 
of labor, material, and supplies substantially to the same extent 
as such increased cost had been experienced in connection with 
railroad operations. 


Riss “Provider Plan” Defended 
in Reply to Exceptions 


Riss & Co. charge counsel for Commission’s Bureau 
of Motor Carriers with attitude of condemnation. 
Asserts it invited investigation, and cooperated to 
the utmost. Some leeway should be given ingenuity 
and inventiveness where old methods have proved 
unproductive, it says 


Riss & Co., charging that counsel for the Commission’s 
Bureau of Motor Carriers had adopted an “attitude of condem- 
nation” of its so-called “provider plan” of operation, and had 
“even resorted to language frequently opprobrious and scurri- 
lous in exceptions and briefs,” has filed its reply with the Com- 
mission to exceptions to the recommended report of Examiner 
Alfred W. Booth in MC C-482, Riss & Co., Inc., Performance of 
Motor Carrier Service (see Traffic World, Jan. 12, p. 71). 

In that proceeding, with which was joined the “grandfather” 
application in MC-200, Sub. 46, Riss & Co., Inc., Common Car- 
rier Application, and MC C-484, Riss & Co., Inc., Revocation of 
Certificate, the examiner recommended qualified approval of the 
plan of operation. The Riss reply is to exceptions filed by rail 
carriers in Official and Southwestern territories, the Motor 
Carriers Conference of Illinois, Inc., and by the Commission’s 
Bureau of Motor Carriers, which also filed a supplemental brief. 

Riss said the question raised by the Official Territory car- 
riers, that there had been abandonment of service, was not in 
issue, and that the examiner had correctly stated that the sole 
reason for reopening the application case was to determine 
whether the operations under the provider plan were bona fide 
operations by Riss, and quoted him to the effect that there was 
no evidence to show that reasonably continuous and adequate 
service had not been performed since inauguration of the plan. 
Riss said it should be pointed out that it had not abandoned any 
service, and that the record was clear on that point. 

Saying the principal part of the Official Territory carriers 
was taken up with a difference in the interpretation of facts of 
record, Riss said the examiner was present at all times and had 
an opportunity to observe the demeanor of the witnesses and of 
weighing and reconciling conflicts in evidence. His conclusions 
on questions of fact rather than those of counsel for interveners 
should be accepted, said Riss. 

It also argued that departures from the provisions of the 
agreement were not typical but that they had “been curried” 
out of the exhaustive investigation of the law and enforcement 
section of the bureau with the complete cooperation of the 
management and the providers, and that they were not cont>m- 
plated by the overall plan. Perfection was a goal to be achieved, 
it said, but that in actual,practice there were bound to be hu- 
man errors along the way. 


As to the claim that providers had some investment under 
the plan, Riss said owner-operators also had such a stake, which 
added to the incentive feature of the plan. It said the statement 
that the profit and losses of the business were the responsi- 
bility of the providers was contrary to the facts, adding that it 
was “responsible for financial loss or bankruptcy of any pro- 
viders and there is no responsibility in the individual provider 
for the overall operations of the business, but merely a risk 
in connection with his own investment in facilities.” 

Riss challenged the statement that there was not sufficient 
personal contact on the part of the Riss management with the 
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various terminals and providers, and that Mr. Riss did not know 
“practically any” of the personnel employed by the providers, 
said counsel for Official Territory railroads could not success- 
fully contend that the presidents of the railroads could satisfy 
the test of personal acquaintance. Nor, it sa:d, was it necessary 
that an executive of Riss give instructions personally to drivers 
of provider vehicles. 

Replying to the Southwestern rail carriers, Riss said se- 
curity for the protection of the public was one of the many re- 
sponsibilities required by the law of a common carrier and as- 
sumed by Riss. As to the point that employes of the providers 
were not on the payroll of Riss, the latter said the Commission 
and the courts had not construed the law to the effect that a 
motor carrier could act only through persons on its payroll, 
but was permitted to act through agents or representatives re- 
ceiving their compensation in a form other than wages. 

Also, said Riss, the conclusion that there was no established 
contact directly between the general office and performance of 
the transportation service differed from that of the exam‘ner 
and was not based on the record. It said there was no showing 
that the control was less than prevailed on similar extensive 
motor carrier systems where powers were delegated by the 
management to terminal managers, dispatchers and others. 

The motor carrier exceptions, it said, conceded that the 
recommended report was “a studied and accurate portrayal 
of the facts of the record,” but took exception to the exam‘ner’s 
conclusion because it would “blaze forth a new era in the field 
of motor truck operation.” 


Counsel is perturbed because Riss & Co. could place providers 
without limitation between any two points on the system and thus 
revert back to a period of uncontrolled competition, which regulation 
by the Commission is designed to avert. Unfortunately counsel was not 
present at the testimony of Mr. Riss in connection with the assignment 
of divisions on the system to providers and his fears are not warranted 
by the testimony... . 


Allocation of equipment on the Riss system was not a 
problem peculiar to the provider plan but was dependent on 
the traffic demands, it said. A little later it said good business 
judgment would limit the maximum amount of service to be 
provided between any points on the system and there was no 
indication in the record of any abuse of discretion in this regard 
existing or contemplated. 


In dealing with the objections raised by the Bureau of 
Motor Carriers, Riss observed that the investigation in connec- 
tion with the provider plan followed the submission to the Com- 
mission of its own petition, submitted in good faith, soliciting 
the investigation. Riss had offered its utmost cooreration, it 
said. In touching on the attitude of counsel for the bureau, it 
was at this point that Riss made its aforementioned charges 
and said that attitude was in contrast to the conduct of the 
examiner in the hearings. 


It said the bureau took the position that operations were 
conducted by the providers as lessees or under a contract to 
operate, contrary to the provisions of the agreement and the 
facts of record. Riss said no operating rights were owned or 
claimed by providers on account of the service performed under 
the plan, adding that transfer by lease or operating agreement 
contemplated the shift of active management, direction and 
control of responsibility. It was clear, it said, that such a 
change had not been effected under the plan. 

Averring surprise that one of the providers held common 
carrier rights from the Commission, Riss said there was nothing 
in the record to indicate that there had been a merger or con- 
solidation of the properties, or acquisition of control effected 
between itself and the carrier. It said the interveners had failed 
to show that the use of a common carrier as an agent was 
condemned under section 5 or elsewhere under the act, adding 
that the operations were conducted separately and without in- 
terference by either management with the other. 

The bureau’s exceptions assumed that Riss did not have the 
right to hire and discharge drivers and personnel connected with 
the operation, contrary to the findings of the examiner, said 
Riss, adding that this right was clearly understood between the 
— and the providers, and had been frequently exer- 
cised. 

After discussing cases cited by the bureau, and claiming 
that they were not controlling, Riss said no rail or motor car- 
rier, shipper or association had shown that the provider plan 
of operation was or would be prejudicial to their interests, or 
that any unjust discriminations, undue preferences or advan- 
tages or unfair or destructive competitive practices would result. 
These were not raised as objections to the plan in any of the 
exceptions filed, it continued, adding that neither was the effi- 
ciency or economy of the plan under attack. 

“The examiner recognized that Riss & Co. is pioneering a 
new plan of operations in connection with an extensive system 
comprising 22 states and the District of Columbia,” said Riss. 
“The Commission is cognizant of the tremendous and complex 
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operating problems which the operation of such a far flung 
system presents. Some leeway should be given to ingenuity 
and inventiveness where old methods in effect have been proved 
unproductive.” 

The examiner’s report represented a fair-minded, through- 
going and realistic analysis of the issues and should be adopted, 
it said, having previously stated its willingness at all times to 
make such adjustments as might be found needed. 


NEW FALL RIVER WATER SERVICE PROPOSED 


Edwin H. Sanford, doing business as Prudence Island Line, 
of Tiverton, R. I., has asked the Commission, in FF-944, for 
authority to institute a new operation as a common carrier 
of passengers and commodities generally, from May 1 to 
October 15, between Fall River, Mass., and Prudence Island, 
making two calls a week, over regular routes, with occasional 
passenger charter trips between Fall River and Warwick Neck 
and Riverside, R. I., and non-stop trips out of Fall River, as 
traffic demands. 

In FF-944, Sub. 1, the applicant asked temporary authority 
to inaugurate the services beginning May 20, pending decision 
in the title application. He said there was no public transporta- 
tion between Fall River and Prudence Island and many resi- 
dents in the vicinity of Fall River desired service on that 
route. He said it was necessary at present to travel overland 
14 miles to Bristol, R. I., before boarding a boat, when going 
from the island to Fall River. 


I. C. C. CORRECTS SERVICE ORDER No. 498 

The Commission, division 3, has issued corrected service 
order No. 498, Rerouting Traffic on Southern Pacific Company, 
substituting the name Los Angeles Harbor for Los Angeles 
appearing in the original order (see Traffic World, May 4, 
p. 1349). The order as corrected requires the Southern Pacific 
Co., from May 1, to August 31, to forward all carload freight 
routed over its line originating at or east of Colton, Calif., 
destined Los Angeles Harbor or Long Beach, Calif., via the 
Pacific Electric Railway from Colton to Los Angeles Harbor 
or Long Beach or via the Pacific Electric to connecting lines 
for proper delivery at those two destinations, to expedite its 
movement and prevent congestion. 


CAR UNLOADING ORDERS 


By service order No. 499, Cars at Alice, Tex. Be Unloaded, 
the Commission, division 3, has ordered the Texas & New 
Orleans Railroad Co. to unload three cars containing track 
inspection cars and pipe fittings on hand at Alice, Tex., con- 
signed to Laredo, Tex., for export. 

The Commission, division 3, by service order No. 500, has 
directed the Missouri Pacific railroad to unload 31 cars con- 
taining various commodities on hand at Kansas City, Mo., con- 
signed to Bemis Bag Co. By service order No. 501, the division 
ordered the Frisco railway to unload two cars containing bur- 
lap at Kansas City, Mo., consigned to Bemis Bag Co. 


BULKHEADS IN WATERMELON CARS 


Effective May 18, at 12:01 a. m. until September 30, at 
11:59 p. m., the Commission, division 3, has issued service order 
No. 502, prohibiting railroads from permitting installation in 
freight cars loaded with watermelons of bulkheads that reduce 
the car’s capacity. Pertinent provisions of the order follow: 


It is ordered, that: 

(a) Bulkheads prohibited in watermelon cars. No common carrier 
by railroad, subject to the Interstate Commerce Act, shall install or 
allow or permit to be installed in any freight car, loaded or to be 
loaded with watermelons, a bulkhead which will reduce or restrict 
the capacity of the car; nor transport a car in which a bulkhead has 
been installed in violation of this order. 

(b) Distribution of cars. That common carriers by railroad shall 
distribute and furnish to shippers of watermelons cars suitable for 
the transportation of watermelons without regard to ownership and 
in such manner as to afford a fair and equitable distribution of cars 
of lengths (inside measurement) ranging from 36 feet 6 inches to 
40 feet 7 inches. 

(c) Application. The provisions of this order shall apply to inter- 
state traffic originating in Southern territory east of the Mississippi 
River and south of the Ohio and Potomac Rivers. 


The order contained the usual provision for suspension of 
regulations and posting of announcements of the suspension. 


WAR EMERGENCY TERMINATION QUESTION 


To a reporter’s question, in his press conference late May 2, 
whether consideration had been given to declaring an end of 
the war emergency, President Truman said that much consider- 
ation had been given to that matter, but that no conclusion 
had been reached. 
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May 11, 1946 


General Rail Embargo Lifted 
as Coal Strike “Recesses” 


Embargo under which all but most essential rail 
freight movements was stopped, due to coal short- 
age, suspended after three days’ effectiveness; pas- 
senger restrictions to remain partially in effect. Brief 
interruption of rail freight service brought hardship 
and confusion and threat of government take-over 
from President Truman 


Director Johnson, of the Office of Defense Transportation, 
announced the afternoon of May 11, that a far-reaching and 
stringent embargo, bearing the Association of American Rail- 
road’s Car Service Division No. 237, which had been in effect 
since 12:01 a. m. May 10, would be suspended, effective at 
12:01 a. m. Monday, May 13. Express and parcel post were 
scheduled to be lifted at the same time. 

Thus there was lifted the anxiety of shippers that had 
been growing from the beginning of the week over a situation 
which threatened to bring railroad transportation practically 
to a standstill, save for a small list of essential commodities 
listed specifically as exceptions in the embargo and in a num- 
ber of amendments to it. 

The embargo was placed because of a coal shortage 
brought about by the strike of coal miners which had gone on 
for forty days before a temporary break came, the afternoon 
of May 12, when, after a conference with President Truman, 
John L. Lewis, president of the A. F. of L. United Mine Work- 
ers, and Charles O’Neill, representing soft coal operators, 
agreed to a two-weeks’ truce, during which coal will be mined 
and negotiations between the parties will continue. 

In announcing the suspension of the embargo, Director 
Johnson indicated that that part of his O. D. T. Order No. 60, 
calling for a 50 per cent reduction in passenger service by May 
15 also would be suspended, but that the 25 per cent restriction 
in passenger service and other restrictions as to special trains 
and cars were to remain in effect until further notice. 

The embargo had been in effect on “all carload and LCL 
shipments consigned, reconsigned, or to be reconsigned for all 
consignees at all stations in the United States, Canada and 
Mexico,” with the following exceptions: 


(1) Livestock, live poultry and perishable freight as listed in perish- 
able protective tariff. (2) Coal, coke and charcoal, petroleum, gasoline, 
fuel oil, kerosene and lubricating oils. (3) All food for human con- 
sumption, including wheat, corn, oats, rye, barley, rice, cereal products, 
salt, canned goods, sugar and lard substitutes, feed for animals and 
poultry, not including hay and straw. (4) Printing paper and printing 
ink. (5) Medicine, drugs, surgical instruments and surgical dressings, 
hospital and sick room supplies. (6) Traffic originating at and destined 
to points local to one railroad or zone of such railroad which may 
supply freight service with other than coal-burning locomotives. 
(7) Shipments moving on permits issued by W. C. Kendall, chairman, 
car service division, A.A.R., Washington, D. C. 


‘Subsequently, the embargo was amended to add the fol- 
lowing exceptions: 


Liquid chlorine, alum, lime, sulphate of iron and similar chemicals 
when consigned to municipal authorities to be used for purification 
of water supply, or sewage disposal; also return empty chlorine 
cylinders; liquefied petroleum gas; soybeans, seeds for food products, 
newsprint, printing ink, newspapers and magazines; chemicals used 
for sanitation; insecticides and fungicides; containers and packing 
material for food and drugs as described in sections 3 and 5 above, 
except when consigned to manufacturers or processors of such products. 


It was explained that requests made for permits under 
exception No. 7 above, the following information would be 
required: Commodity number of cars (or, if LCL, weight), 
shipper and point of origin, routing, destination, and “state- 
ment of immediate need including certification as to number 
of day’s supply in consignee’s stock. 


The first permit issued under those conditions was Permit 
No. 237-1, authorizing “acceptance hay and straw when con- 
signed to Department of Agriculture, Production and: Market- 
ing Administration at ports.” 


Text of Directive 


In issuing the directive to J. J. Pelley, president of the 
A. A. R., for the embargo, Director Johnson accompanied it 
with a letter saying that he intended to issue also O. D. T. 
orders that would, as a “first step,” reduce passenger service 
not less than 25 per cent below the level of April 1, 1946, the 
reduction to be applicable to coal burning passenger locomo- 
tives. He said further orders on freight and passenger traffic 
would follow if necessary. The directive read as follows: 


Because of the continued strike in the bituminous coal fields and 
the rapid depletion of railroad reserve supplies, it is the judgment of 
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this office that immediate steps must be taken to conserve the remaining 
supply by limiting its use to the most important traffic of the country. 

You are, therefore, directed to issue a general embargo to be effec- 
tive at 12:01 a.m., May 10th, against the acceptance and forwarding 
of all carload and less-than-carload shipments consigned, reconsigned 
or to be reconsigned for all consignees at all stations in the United 
States, Canada and Mexico. 

Exceptions to this embargo shall be: 

1. Livestock, live poultry, and perishable freight as listed in the 
Perishable Protective Tariff. 

2. Coal, coke and charcoal. Petroleum and its products. 

3. Food for human consumption, including wheat, corn, oats, rye, 
barley, rice, cereal products, salt, canned goods, sugar, and lard sub- 
stitutes. Feed for animals and poultry, not including hay and straw. 

4. Printing paper and printing ink. 

5. Medicines, drugs, surgical instruments, surgical dressings, hos- 
pital and sick room supplies. 

6. Traffic originating at and destined to local points on one railroad 


or zone of such railroad which may supply freight service with other 
than coal burning locomotives. 


7. Shipments moving on permits issued by W. C. Kendall, chairman, 
car service division, Association of American Railroads. 

This embargo should be distributed at once. This will permit any 
questions that may be raised with regard to its effectiveness to be 
settled by the time that it actually becomes effective one week hence. 


Johnson Issues Generai Order O. D. T. No. 60 


Director Johnson May 3 issued general order O. D. T. No. 
60, giving effect to his letter to President Pelley of the A. A. 
with respect to restrictions on passenger train service. The 
order cuts coal burning service between May 10 and May 15 to 
75 per cent of the April 1 service, and after May 15 to 50 per 
cent of the April 1 service. } 

The railroads are directed to cancel passenger reservations 
necessary to carry out the order which is made subject to spe- 
cial or general permits to meet specific needs or exceptional 
circumstances or to prevent undue public hardship. The permits 
will be issued by the director of the O. D. T. Railway Transport 
Department. 


Circus Trains Restricted 


The O. D. T. announced an amendment of general order 
O. D. T. No. 60 placing restrictions on “circus and other trains.” 
It was directed that on and after 12:01 a.m., May 10, and until 
further order of the O. D. T., no common carrier by railroad 
should transport within the continental United States any circus 
train, carnival train, or any other train in respect of which it 
was not required, as a common carrier, to transport. 

At the O. D. T. offices it was explained that special permits 
for emergency transportation of such trains would be consid- 
ered when the occasions arose. 


Express Embargo Also Issued 


Pursuant to a directive of the Office of Defense Trans- 
portation, the Railway Express Agency has placed an embargo, 
effective May 10, on all express shipments, with exceptions 
corresponding to those in the railroad freight embargo. The 
express embargo is effective simultaneous with the railroad 
embargo. 

The O. D. T. said the express embargo was necessary be- 
cause the railroad ban would otherwise divert less-carload 
freight to express service using coal-burning locomotives and 
would load the express company with traffic in excess of its 
facilities. 

The Railway Express Embargo follows the railroad em- 
bargo except that it eliminates exception No. 2 of the railroad 
embargo (coal, coke, etc.) and adds the following exceptions 
for movement by express: Flowers, caskets and funeral sup- 
plies, moving picture films and articles taking money classifica- 
tion. 

The agency, in a statement clarifying its embargo, an- 
nounced that it did not affect the air express division of the 
agency on shipments from airport to airport, or the Railway 
Express motor transport, or the local pickup and delivery serv- 
ice of the agency in Chicago. 


Shipments originating and terminating wholly within Can- 
ada or Mexico are not subject to authority of the Office of 
Defense Transportation, and freight originating in either 
country is subject to the embargo only when destined to United 
States points or when moving through the United States, said 
E. S. Buckmaster, superintendent, commercial division of the 
agency, Chicago. 


Up to Individual Railroads 


In his letter to Mr. Pelley, Director Johnson said he knew 
that the railroads had already done much to curtail both pas- 
senger and freight service, as, he said, he had read Mr. Pelley’s 
correspondence with member lines and had in mind conversa- 
tions concerning the matter since the strike began. He con- 
tinued: 


It is apparent that additional curtailments of service must be made, 
and I request that you immediately communicate with the railroads, 
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asking specifically what reductions and curtailments in service have 
already been made; what further measures are contemplated, and 
advise me promptly. You should also advise the railroads that they 
must make further reductions in passenger and freight service, with the 
objective always in mind of reducing coal burning locomotive mileage. 


I believe that each railroad will be the best judge of the services 
it can most effectively reduce. Some may desire to reach the objective 
by making reduction in branch line services, reducing daily service to 
tri-weekly and tri-weekly service to semi-weekly or even weekly service. 
Some may find it possible to eliminate trains operating at times of day 
when few people are traveling. The movement of special trains and 
special cars should be discontinued. Extra sections of trains should be 
discontinued wherever possible. Where season trains are already estab- 
lished these should be reduced and no more established until the situ- 
ation is improved. A review of the operations to eliminate so far as 
possible the double-heading of coal-burning locomotives should be made. 
I extend these as general suggestions, and each railroad can most 
accurately ascertain for itself the exact measures to follow. 


This general request which I am asking you to make of your mem- 
ber lines is preparatory to O.D.T. orders which Ii intend to issue, 
effective 12:01 a.m., Friday, May 10, which will require as a first step 
a reduction in passenger service of not less than 25 per cent below that 
of April 1 last, this reduction being applicable to passenger coal burning 
locomotives. Effective, also, at the same time an order will be issued 
requiring a genera: embargo by all railroads against the acceptance or 
forwarding of certain carload and less than carload traffic. These orders 
will be followed by further ones with the same objective, if necessary. 


The full measure of cooperation between the carriers, the public and 
the government experienced throughout the war has always led to 
successful achievement. That same full cooperation will, I am sure, 
enable us to meet this most difficult situation. 


Johnson Predicts Continuing Rail Crisis 


A prompt ending of the coal strike will not bring relief to 
the railroads, said Director Johnson of the Office of Defense 
Transportation May 5. 


“The effects of the coal strike will hit transportation hard 
for at least a year, probably 18 months,” said he. “The strike 
settlement, when it comes, will by no means end the trans- 
portation crisis.” 


One of the results of the embargo on all but most essential 
freight, scheduled to go in effect May 10, will be the piling 
up of a large backlog of freight that will have to be moved 
when coal is again available. Four other factors will be involved 
in the continuing heavy job for the railroads after the strike 
ends, said he. These he enumerated as the extra load of coal 
traffic in the coming fall and winter, consisting in large part 
of coal that would normally have moved in the weeks when 
none was being mined. He pointed out that much of that coal 
would normally have moved by water but that, in order to get 
supplies quickly to needed points when the strike ends, it will 
have to move by rail. 

Secondly, he said, speeding up of reconversion will add to 
the railroad traffic burden in the coming fall months. The 
other two factors, he said, were the existing shortage of equip- 
ment, which he said was “in a very much worse condition than 
in 1941,” and the slowing down of the program for new equip- 
ment “because of the inability to get needed metals, lumber 
and other materials.” 

He said schedules for the delivery of new equipment were 
= months late and that delivery was “becoming progressively 
ater.” 

“We simply will have to fight it out with what we have,” 
said he. He added that at present, there were fewer than 
700,000 box cars available and that “only 30 per cent of these 
are in good enough condition to carry high-grade stuff such 
as wheat.” He stated that at present there was about two- 
thirds of the equipment available in 1918, after the first world 
war, and that the traffic load was about four times as great. 
He cited comparable figures. 

As to passenger service, Director Johnson said he was 
“not so uneasy.” He said he thought the railroads would be 
able “to catch up with that within a short time after the coal 
strike ends.” 


Car Service Division Survey’s Strike Effects 


A survey made by the car service division of the Associa- 
tion of American Railroads of the situation resulting from the 
coal strike showed that, as of May 6, the normal coal con- 
sumption of coal-burning railroads was about 300,000 tons a 
day, that as a result of curtailments in service ard reduction 
in freight tonnage already in effect, this consumption was run- 
ning below 250,000 tons a day, and that at this rate of con- 
sumption there was on hand May 6 an average of 20 days sup- 
ply of coal. Some railroads had as small as an eight-day supply 
| — while some had as much as a 50-day supply, it was 
stated. 

Reports to the car service division indicated that approxi- 
mately 51,000 railroad men were idle May 6 as the result of 
the coal strike. In addition, partial reports indicated that the 
industries served by these railroads which had to shut down 
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or curtail production for the same reason, had laid off approxi- 
mately 250,000 men. 

As a result of curtailment of passenger service produced 
by coal-burning locomotives and the application of the freight 
embargo beginning May 10, it was estimated that approxi- 
mately 100,000 additional railroad men would be laid off— 
chiefly in passenger and freight train service, yard service, 
roundhouses and shops, and at freight stations and transfers. 

It was pointed out that though the freight embargo was 
not effective until May 10, several days after that date would 
elapse before the full effect of the embargo would be felt. 
Cars loaded May 9 would have to be delivered, it was pointed 
out. 

An estimated 2,000 passenger trains, running nearly 200,000 
miles daily, would be discontinued by May 10, according to 
reports from individual railroads received by the Association 
of American Railroads. This represented approximately 25 per 
cent of the passenger train service accomplished by coal burning 
locomotives. 

To mitigate the disruption of schedules as far as possible, 
Diesel locomotives would be transferred between freight and 
passenger service, to meet the most urgent dmands of either, 
under the conditions which would prevail when the general 
freight embargo and restrictions on coal burning passenger 
train service became effective, it was stated. In addition, where 
possible steam locomotives were being converted from coal to 
oil burning. 

Reports from individual railroads to the association cover- 
ing the situation as of May 7, indicated that in the preceding 
24 hours, at least 150,000 additional men were laid off by 
industries, as a result of the coal strike situation, in addition 
to the 250,000 reported as of May 6. 


Truman Discusses Coal and Railroads 


President Truman, in his press conference late in the after- 
noon of May 2, answered a question as to whether he had any 
plans to “step in” in the threatened railroad strike by saying 
that he did not think such action would be necessary. 

Referring to a statement by the President earlier in the 
press conference that he did not believe in strikes against the 
government, a reporter asked him whether he viewed the coal 
miners’ strike as a strike against the government. The President 
said he viewed the strike with alarm but did not yet regard 
it as a strike against the government. He would so regard 
it if it became necessary, he said. Another reporter reminded 
the President that coal miners had refused to return to work 
even after the mines were seized by the late President Roosevelt 
in the recent war period, and wondered whether any plans had 
been made to deal with such a situation, if it recurred. Presi- 
dent Truman said that that situation would be met when it 
came before him. Asked how long it would take for the coal 
situation to reach a point when it would be considered serious 
enough to warrant seizure of the mines by the federal govern- 
ment, the President said that the questioner’s guess was as 
good as his own. 


May Seize Railroads if Necessary 


Questioned in his press conference May 9 whether he con- 
templated seizure of the railroads if necessary to keep them 
running, President Truman quickly answered yes, then turned 
to receive a reporter’s question on another subject. 

Earlier in the conference the President was. asked whether 
he had any plans for bringing together the parties in the threat- 
ened railroad strike. The President said he was hoping to get 
them together. i 


Did he feel that rejection of the fact-finding board’s recom- 
mendation and the calling of a strike by the brotherhoods 
threatened the future of the railway labor act, the President 
was asked. His reply was that he did not think that the brother- 
hoods had rejected the board’s recommendation yet, and that 
he thought it well to wait a while and see if the situation did 
not work out. 


Questions As to Coal Strike 


A reporter wanted to know whether the President now re- 
garded the coal strike as a strike against the government. Presi- 
dent Truman said the strike was slowly and gradually approach- 
ing that stage. Asked whether he would seize the coal mines if 
the strike became a strike against the government, the Presi- 
dent said he would cross that bridge when he came to it. An- 
swering another question, he said he had under consideration 
the summoning of John Lewis, president of the United Mine 
Workers of America, and the coal mine operators for a White 
House conference. 


O. D. T. Asks Truck: Mobilization 


Complete mobilization of the Nation’s motor-carrier facili- 


ties in the stoppage in coal production was asked by Director 
Johnson. 
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Calling on federal, state, and local transportation authori- 
ties, motor carriers, shippers and receivers to assist in this 
program, Director Johnson said diminution of rail transporta- 
tion would impose a heavy burden on motor carriers. Motor 
carrier transportation might well be the only source of supply 
to some communities placed in a critical position by reductions 
in train service, he said. 

Director Johnson warned that if the rail situation became 
more critical, measures necessary to meet the emergency would 
be taken to assure the transportation by motor vehicles of food- 
stuffs, fuel, medicine, and other supplies, materials and equip- 
ment necessary for the protection or preservation of life, health 
or public safety. He said that in order that traffic embargoed 
from railroads would not be diverted to motor carriers, dis- 
placing movement of essential commodities by that means, 
motor carriers should take the necessary steps to observe pref- 
erence in the following types of traffic: 


1. Live stock and live poultry. 

2. Coal, coke, coke by-products and charcoal. Petroleum (crude), 
petroleum coke, gasoline, fuel oil, kerosene, lubricating oils, lubricat- 
ing grease, and liquefied petroleum gas. 

3. All food for human consumption including wheat, corn, oats, 
rye, barley, rice, cereal products, soybeans, salt, canned goods, sugar, 
lard substitutes and perishable foods. Feed for animals and poultry, 
not including hay and straw. Seeds for food products. 

4. Printing paper, including newsprint, printing ink, newspapers 
and magazines. 

5. Medicines, drugs, surgical instruments and surgical dressings, 
hospital and sick-room supplies. 

6. Liquid chlorine, alum, lime, sulphate of iron and similar chem- 
icals when consigned to municipal authorities to be used for purification 
of water supply or sewage disposal; also return empty chlorine 
cylinders, 


7. Supplies, such as tires, tubes, etc., that are necessary to main- 
tain motor-vehicle operations. 


Director Johnson added that other traffic should only be 
accepted subject to available empty space. 


A. T. A. Statement 


Ted V. Rodgers, president of the American Trucking Asso- 
ciations, Inc., issued a statement relative to the effect of Di- 
rector Johnson’s request. Said Mr. Rodgers: 


Some confusion appears to exist as to whether or not there is 
an embargo on shipments by motor truck. There is no such embargo. 
O. D. T. Director Johnson has requested the cooperation of the nation’s 
trucking industry in the handling of essential goods for which rail 
service may not be available due to the coal shortage. Through its 
state associations in every state this industry is already mobilized to 
respond to the request of Director Johnson, and the trucking industry, 
already hauling a substantial portion of the transportation load, will 
accommodate its operations to relieve the rail situation. In view of 
the fact that the coal shortage is also curtailing industrial operations 
to a marked extent I am confident that we can meet the responsibility 
placed upon us by this request. 


Harry F. Chaddick, of Chicago, president of Standard 
Freight Lines and chairman of the common carrier conference, 
American Trucking Associations, Inc., said, May 9, that the 
O. D. T. appeal was made to guide the motor carriers ‘in the 
performance of their duty and to permit them to differentiate 
between essential and non-essential traffic. It is of utmost 
importance that we observe the seven specific commodities 
listed in the allocation of equipment during emergencies.” 

“Nothing in this appeal prohibits a carrier from accepting 
all classes .of 1. t. 1. traffic, nor does it prohibit a carrier from 
transporting any commodities in the balancing of movements 
between terminals.” 

The motor carrier industry, “if it succeeds in self-regulat- 
ing itself in this emergency, shall long be remembered for its 
contributions,” he said. “There shall be dispatched to the gov- 
ernors of all 48 states a recommendation that weight and length 
restrictions be relaxed during this emergency on the same basis 
as those in effect during the war.” 


Post Size-Weight Cuts 


Postmaster General Hannegan announced that sharply cut 
railroad train service to conserve coal, forced a reduction, 
effective at midnight, May 9, of weight and size limits on 
ordinary parcel post. The announcement said: 


Parcels covered by the limitation will not be accepted for mailing 
if they weigh more than 11 pounds or if their combined length and 
girth exceeds 60 inches. 

The normal weight limitation on parcel post is 70 pounds. The size 
limitation is 100 inches, combined length and girth. 

Four priority classes of goods are exempted from the limitation. 
These are: Live day-old poultry seeds, plants and other nursery stock; 
eggs, butter and other perishable food products; and medicines, drugs, 
surgical instruments and surgical dressings. 


Mr. Hannegan said he acted at the request of the Office of 
Defense Transportation and at the urging of the Association of 
American Railroads. 
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Large shipments, normally carried by rail freight or ex- 
press, already were being sent by parcel post to avoid the 
restrictions imposed on the railroads by the O. D. T., said the 
Post Office Department. 

“Whether parcels are sent by express or by parcel post, 
the railroads carry them,” Mr. Hannegan explained, adding: 


The average weight of a parcel post package is 6 pounds. A rail- 
way express shipment, on the average, weighs 33 pounds. We antici- 
pate that 75 per cent of railway express shipments would be diverted 
to us if we did not limit our service during this emergency. To handle 
this increased business alone, we would need 800 additional mail storage 
cars every day. 


We do not have the cars. If we had them the railroad engines 
which would haul them are standing idle for lack of coal. 

We do not even have storage space in our post offices for the vast 
quantities of packages which would come to us, and which we could 
not move. We will not accept parcels for mailing when we know 
we would be compelled to pile them up in the open for ultimate 
destruction by weather. 

I am directing postmasters to report immediately to Washington 
any unusually large shipments of parcels which they believe normally 
would flow by other means of transportation. 

The limitation is imposed reluctantly, and only because an emer- 
gency compels it. Full parcel post service will be restored at the 
earliest possible moment. 


Pleas for Lifting Fertilizers Embargo 


Senator Maybank, of South Carolina, in connection with 
remarks he made in the Senate on May 9 concerning the coal 
strike, inserted in the Congressional Record several telegrams 
he had received from various farm interests in his state, pro- 
testing against inclusion of fertilizers, particularly nitrate of 
soda, in the freight embargo ordered by the Office of Defense 
Transportation as a result of the coal strike. 

The telegrams in general stressed contentions that farmers 
could not produce food and other crops without nitrate of soda 
and urged exemption of that commodity from the embargo. 
One telegram contained declarations that “O. P. A. prohibits 
trucking nitrate from ports account slight increase in freight 
costs” and that ‘we farmers demand relief from O. P. A. 
assinine rulings.” 

“I know that the crops of the southeast are going to be 
ruined because of the lack of fertilizer distribution on account 
of the coal strike,” said Senator Maybank. “I talked to Colonel 
Johnson, director of defense transportation, in regard to this 
matter ...and he told me there’s no hope of lifting the embargo 
unless the strike is ended. . . . I believe, and always have, that 
the President now has the power to settle the strike. .. .” 

The White House made public a report received from the 
Office of War Mobilization and Reconversion “on the impact of 
the coal strike on reconversion,” in which the following ap- 
peared with respect to railroads: 


Drastic curtailment of both passenger and freight railroad service 
has been imposed on coal-burning railroads effective May 10, by the 
Office of Defense Transportation. Coal consuming carriers are ordered 
to stop all railroad freight shipments except foods, fuels, and a few 
other essential products, and to reduce passenger service 25 per cent 
on that date. In the meantime the director of O. D. T. has urged 
the carriers to extend their voluntary curtailment of service to con- 
serve shrinking coal stocks. On May 1, the country’s Class I railroads 
had an average of less than four weeks’ supply of coal, and five of 
these roads were desperately short with nine days’ supply or less. 


War Department Cooperates 


The War Department announced that it would give all-out 
support to the railroad embargo effective May 10 and would seek 
permits for shipment only of supplies and of equipment neces- 
sary for maintenance of troops in overseas theaters, and of 
supplies and equipment necessary for minimum maintenance 
of camps, posts and stations within the continental limits of the 
United States. In the passenger field it said the Army would 
move only those troops en route to overseas theaters, those 
troops returning to the United States from overseas theaters, 
and patients. Movements of all other individuals and groups 
would be suspended indefinitely, it said. Ships returning surplus 
property to the United States would not be unloaded during 
the emergency, it was stated. Surplus property already sold by 
the War Assets Corporation would not be moved from Army 
— and other installations in the emergency period, 
it said. 


Oo. D. T. CHANGES 


The Office of Defense Transportation has announced the 
resignation of J. P. Kiernan as western and southern director, 
railway transport department, effective May 17. It said: 


Mr. Kiernan was connected with the Akron, Canton & Youngstown 
railway from 1916 to 1937, except for two years Army service in World 
War I. He practiced law in Akron, O., in 1938 and 1939, and was 
appointed a mediator with the National Mediation Board in November, 
1939, continuing this service until called to the O. D. T. He was 
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appointed district rail director for the Washington, D. C., territory, 
railway transport department, O. D. T., on December 16, 1943; became 
assistant southern director, railway transport, September 24, 1943; 


southern director, August 1, 1945; and western and southern director, © 


November 1, 1945. Mr. Kiernan is a resident of Akron, O. 


The O. D. T. also announced the termination of its section 
of traffic channels, railway transport department, effective 
May 19. It said Paul B. Christian, who had been chief of this 
section and also chief of operating statistics, would leave the 
O. D. T. with which he has been connected since April, 1942. 
Before coming to the O. D. T., Mr. Christian served with the 
Railroad Retirement Board, following twenty years’ service 
with the Southern Railway. 

The O. D. T. has announced the termination of its division 
of information, effective May 4. It said Benjamin P. Adams, 
who has been acting director of information since December, 
1945, was leaving to become regional director of information 
for civilian production, region 2, with headquarters in New 
York City. The O. D. T. added: 


Before coming to the O. D. T., Mr. Adams was engaged in a 
study of military transportation. Previously he had done information 
work for the Argentine government in Buenos Aires, the Federal Re- 
serve Board and the 1936 World Power Conference. He was a member 
of the editorial staff of the Literary Digest from 1909 to 1934. 


Money Asked to Publish O. D. T. 
Report on Its Activities 


President Truman has transmitted to Congress a recom- 
mendation of the Bureau of the Budget for an increase of $6,000 
in the limitation of $14,000 that may be expended by the Office 
of Defense Transportation for printing and binding as provided 
in the first supplemental surplus appropriation rescission act. 
In explanation, the budget bureau said: 





This increase in the limitation for printing and binding is necessary 
in order to permit the printing of a report about wartime transportation 
and the activities of the Office of Defense Transportation. The report, 
which has already been prepared, describes the transportation emergen- 
cies that arose during the war and discusses the steps taken by the 
carriers, the shippers, and the government to meet those emergencies. 
It relates, among other things, facts about the economies that were 
instigated in order to make maximum utilization of the domestic trans- 
portation system. 

This report will be an invaluable guide to the carriers and to the 
government agencies charged with their regulation during any trans- 
portation crisis that may occur in the future. In addition, it will be 
of interest to carriers and students of transportation in that it will aid 
in carrying over into peacetime some of the advancements made under 
the pressure of war. . 


Rail Ticket Scalpers’ Conviction 
Upheld by Supreme Court 


In an opinion delivered by Justice Black in No. 354, Stanley 
Howitt, Flora Post Lee, James Dewhurst and Terence P. 
O’Rourke, petitioners, vs. The United States of America, the 
Supreme Court of the United States, May 6, affirmed the de- 
cision of the U. S. Circuit Court of Appeals for the Fifth circuit 
upholding convictions of former railroad employes who were 
charged with conspiracy to violate the interstate commerce act 
through collection of unlawful charges and in preferring certain 
persons, in connection with the furnishing of tickets for passen- 
ger transportation. In the opinion, Justice Black said: 


The wartime transportation shortage during the winter of 1943 
made it exceedingly difficult to obtain tickets for trains going north 
from Miami, Florida. Petitioners are three ticket sellers and one 
diagram clerk who'were employed at that time by a railroad at Miami. 
Petitioners Howitt, Lee, and Dewhurst were charged with, and con- 
victed for, conspiracy to violate the interstate commerce act, 49 U. S. C. 
Sec. 1 et seq., in that they conspired to collect and receive unjust and 
unreasonable charges for passenger transportation in violation of Sec. 
1(5) (a); to receive and collect greater compensation for service from 
certain persons than that which would be collected from others, in 
violation of Sec. 2; to prefer particular persons to the disadvantage of 
others in violation of Sec. 3(1); and to collect and receive compen- 
sation in excess of that fixed by tariff schedules in violation of Sec. 6(7). 
These violations are made a crime by Sec. 10. Petitioner O’Rourke was 
charged with and convicted for committing substantive offenses of the 
same nature. The Circuit Court of Appeals affirmed. 150 F. 2d 82. We 
granted certiorari because this case raises important questions con- 
cerning the scope of the act. 

The government charged that there was a working agreement 
between petitioners and certain local hotel employes under which 
persons anxious to purchase railroad tickets would, in order to obtain 
them, pay amounts in excess of published rates either to petitioners 
directly, or to the hotel employes who in turn would divide the excess 
payments between themselves and petitioners. The railroad played 
no part in these transactions. The government produced a great deal 
of evidence to support these charges. Petitioners offered no testimony 
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or other kind of evidence to contradict that produced by the govern- 
ment. Their only contention was raiséd on demurrer, motion for di- 
rected verdict and exception to the charge of the jury. This contention, 
urged on several different grounds, was that the indictment failed to 
charge, and the evidence failed to establish a crime, since the inter- 
state commerce act and Sec. 10 in particular are primarily aimed at 
railroads and do not make discriminatory and illegal charges by rail- 
road employes for passenger transportation criminally punishable, 
unless the railroad is itself a party to the conduct. This is still the 
basis ot petitioners’ arguments. 

It is well established that one of the primary aims of the interstate 
commerce act and the amendments to it was to establish uniform treat- 
ment of users of transportation facilities. See Mitchell vs. United States, 
313 U. S. 80, 94, 95. The act again and again expressly condemns all 
kinds of discriminatory practices. Railroad employes can accomplish 
invidious transportation discrimination, whether or not their conduct 
is approved or participated. in by their superiors. Not only to the act’s 
provisions against discrimination and special favors fail to exempt 
employes such as petitioners; but Sec. 10 standing alone shows the 
clearest possible purpose to bar all railroad employes from over- 
charging for their own or for the railroad’s illegitimate gain. The 
interstate commerce act imposes the same duty on ticket sellers and 
clerks of common carriers as that imposed on railroad officers or other 
employes, to treat all the public alike as to the terms and conditions 
of transportation. Railroad accommodations are thus not to depend upon 
who will or can pay more because of greater need or a longer purse. 
See United States vs. Estes, 6 Fed. 2d 902, 905. Affirmed. 

Mr. Justice Jackson took no part in the consideration or decision 
of this case. 


Truck Firms Claim Damages 
After U. S. Operation 


Three of the 103 midwest trucking companies taken over 
by the federal government in August, 1944, have filed claims 
in the United States Court of Claims for a total of $2,786,664 
for damages alleged to have resulted from government operation 
and control. The claimants are Wheelock Brothers, Inc., claim- 
ing $997,218; Byers Transportation Co., $872,044, and Knaus 
Truck Lines, Inc., $917,402, all of Kansas City, Mo. 

The 103 truck lines were seized and operated by the gov- 
ernment as a war emergency measure, Wheelock Brothers 
having been returned to private operation on July 23, 1945; 
Byers on August 23, 1945, and Knaus, June 8, 1945. 

The Wheelock petition recited that by reason of the gov- 
ernment seizure and operation, it sustained a loss in the value 
of its assets of $117,000; that for the period of government 
operation it had an operating deficit of $15,000; and that it 
has been required to set up a reserve of contingencies for that 
period of $25,000, ‘‘to its damage in that amount.” 

The federal manager, said the Wheelock petition, had with- 
held and was still withholding $7,218 that was due the claimant 
for freight charges due from the United States, and, because 
if the manner of handling by the federal manager, it said, the 
claimant was deprived of his right of collective bargaining as 
an employer and forced to pay $8,000 in back wages. 

The Wheelock petition continued: 


That during said period of government seizure, control and man- 
agement, the federal manager ordered and required claimant to conduct 
the financing of their business in an improper manner, and, at various 
times, held up the payment of government accounts payable to the 
claimant, causing a severe damage to the credit standing of the claim- 
ant, and that prior to said government seizure, the credit of claimant 
was good and claimant was able to purchase its supplies on the usual 
and ordinary credit terms,, but, due to said actions of said federal 
manager, the claimant is now required to conduct its purchases on a 
c.o.d. basis, all to its damage in the amount of fifty thousand ($50,000) 
dollars. 


The Wheelock petition said the claimant had been damaged 
to the amount of $100,000 because of various “ill-advised poli- 
cies” executed by the federal manager. It said the manager had 
put into effect, for example, various inequitable freight rates. 
It said Wheelock would be damaged in the amount of $400,000 
because of a “chain of wage increases” instituted since the 
release from government control, and that on orders of the 
federal manager this firm was required to put into effect an 
unjustified and increased rate of pay for its over-the-road truck 
drivers, who, it said, participated in a strike that caused com- 
plete cessation of the business at a loss of $50,000. 

The Wheelock firm also asserted that it was entitled to 
receive a reasonable compensation for the government’s use of 
its assets in the period of federal operation and claimed $75,000 
as fair and reasonable. 


The cost of operating the Wheelock truck line in the period 
of federal operation, said Wheelock, was approximately $500,000. 
It asserted that its officers and employes under the control of 
the federal manager operated the truck line and were entitled 
to reasonable compensation of $50,000. A further claim of 
—" for property depreciation was asked by the Wheelock 

rm. 

The three petitions filed with the court were similar in 
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substance, although the Wheelock petition contained claims with 
respect to funds withheld and due the claimant that were not 
common to the other two petitions. 


SUPREME COURT UPHOLDS |. C. C. IN HALL CASE 


The Supreme Court has affirmed the lower court in No. ° 


627, Howard Hall, Inc. vs. United States of America and Inter- 
state Commerce Commission. The lower court had sustained 
the Commission’s order of November 22, 1944, in MC 42318, 
Howard Hall Co., Inc., Common Carrier Application, and MC 
42318, Sub. 2, Howard Hall Co., Inc., Extension of Operations. 
The suit in the lower court was brought to set aside the Com- 
mission’s report in so far as it denied authority to the appli- 
cant to operate as a common carrier of general commodities, 
with certain exceptions, between points in Alabama, and other 
states, over irregular routes. 





NORTH SHORE EQUIPMENT PURCHASE 

Federal Judge Michael L. Igoe, of Chicago, on May 1 au- 
thorized trustees of the Chicago, North Shore & Milwaukee 
Railroad Co. to purchase, for approximately $64,025, five new 
40-passenger motor coaches, for use in the Waukegan-North 
Chicago and Waukegan-Winthrop Harbor local motor coach 
service. The coaches will replace five vehicles built in 1924 
which are to be retired from service. 


Spokesmen for Railroads Oppose 
Tombigbee Canal Project 


Gregory S. Prince, assistant general counsel of the Asso- 
ciation of American Railroads, assailed the proposed Tennes- 
see-Tombigbee waterway as a project involving ‘“‘wasteful and 
uneconomical expenditures,” in testimony before the House 
rivers and harbors committee when the committee held hearings 
on this and other projects recommended by the Board of Engi- 
neers for Rivers and Harbors for inclusion in an omnibus rivers 
and harbors bill (see Traffic World, May 4, p. 1374). 

Mr. Prince, suggested that the committee ought to get a 
report from the Interstate Commerce Commission as to whether 
the project was required by public convenience and necessity. 
He pointed to provisions of the national transportation policy 
and to the fact that railroads had to get I. C. C. authority for 
construction of extensions of their lines. 

“If we depended on the Interstate Commerce Commission, 
this committee might as well fold up,” said Representative Ran- 
kin, of Mississippi, a committee member. “I would rather de- 
pend on the impartiality of the army engineers than the al- 
leged impartiality of the I. C. C.” 

Colonel Feringa, in charge of river and harbor projects in 
the army Corps of Engineers, undertook refutation of some of 
the testimony by Mr. Prine and other railroad witnesses. Asked 
whether he had consulted the Commission about the Tombigbee 
project, he said there had been no conference with the Commis- 
sion “in this case.” 

E. R. Roby, assistant freight traffic manager of the Louis- 
ville & Nashville Railroad, questioned the validity of the army 
engineers’ estimates of potential barge traffic on the proposed 
waterway and of the “savings” in freight charges that the proj- 
ect would make possible. W. C. Arn, special engineer of the 
Illinois Central, submitted a statement by C. M. Mottier, vice 
president and chief engineer of that road, in which it was pointed 
out that, under the plans set forth in the engineer board’s re- 
port, about 10.6 miles of line of the L. & N. would have to be 
relocated. Mr. Mottier said that authorization of the project 
should be conditioned the government’s adjusting the railroad 
to the new location without increasing either the operating cost 
or the maintenance cost of the L. & N. Mr. Arn supplemented 
this statement with further criticism of the project. John T. 
Corbett, national legislative representative of the Brotherhood 
of Locomotive Engineers, also testified in opposition to the 
proposed waterway. 


HEARING ON AIR POLICY BOARD PLAN 


Postponement until Mav 20 of a hearing that had been 
scheduled for May 8 on S. 1639, the M’‘tchell bill to amend the 
transportation act of 1940 so as to establish a National Air 
Policy Board, was announced at the Senate interstate commerce 
committee. The hearing will be held by a subcommittee of 
that committee headed by Senator Mitchell. of Washington, 
author of the bill (see Traffic World, April 20, p. 1218). 


GOVERNMENT REORGANIZATION 


Asked whether he planned to use soon his government 
reorganization authority, under the act authorizing him to 
reorganize departments and agencies of the government, Presi- 
dent Truman, in his press conference late May 2, answered in 
the affirmative. 


Bulwinkle Bill Hearings End 
with Chances for Passage Doubtful 


Fletcher, in closing plea, asks for “green light”: train- 
men’s brotherhood changes sides; Georgia witness 
wants court to resolve confusion; Kilday, for Justice 
Department, attacks Kerr testimony. Committee 
Chairman Wheeler sees chances for adoption of bill 
as doubtful 


By JOSEPH C. SCHELEEN 


R. V. Fletcher, vice president in charge of research of the 
Association of American Railroads, in concluding his rebuttal 
testimony before the Senate interstate commerce committee 
at hearings on H. R. 2536, the so-called Bulwinkle bill to ex- 
empt Commission-approved agreements between regulated 
carriers from application of the anti-trust laws, urged Congress 
to give the carriers a “green light’ and to “allow us to chart 
our course, sO we can know what we can do, and be free from 
harassing attacks and from charges that things done from 
high patriotic motives were done for sinister purposes’ (see 
Traffic World, May 4). 

Additional rebuttal testimony was presented by Roland 
Rice, general counsel of the American Trucking Associations, 
Inc., after which Senator Tunnell, of Delaware, acting chairman 
in the absence of Senator Wheeler, of Montana, announced that 
three opponents of the bill remained to be heard in a subse- 
quent hearing or hearings: William L. McGovern, special dep- 
uty attorney general of the state of Georgia and former Justice 
Department attorney; Martin Miller, national legislative repre- 
sentative of the Brotherhood of Railroad Trainmen, and James 
E. Kilday, chief of the transportation and public utilities section 
of the Justice Department’s anti-trust division, who had testi- 
fied at length earlier in the hearings on H. R. 2536. 

Commenting on the War Department freight rate report 
transmitted to Senator Wheeler by the Budget Bureau and 
referred to as the “Bell-Ussery-Hammer” report, in which it 
was charged that the railroads had charged excessive rates on 
War Department traffic in the war period, Mr. Fletcher said 
that a difference of opinion among well-informed people as to 
whether or not the rates were too high was possible, but that 
it was to be noted that it was not contended in the report that 
the rail rates in question were illegal or that they resulted in 
overcharges. If there were overcharges, he said, they would be 
“caught” by the General Accounting Office, by which govern- 
ment freight bills were audited. If the commercial rates on 
which some of the traffic moved were excessive, and if the War 
Department filed complaints as to such movements with the 
Commission, the Commission could award reparation, he added. 

Where so-called section 22 rates were used ,the War De- 
partment could not go to the Commission to obtain reparation, 
he explained, in answer to committee questions. 


Land Grant Deductions 


Mr. Fletcher said it had been suggested to the committee 
that there had been “something wrong” because land grant 
deductions had not been applied to section 22 rates. He said it 
was understood by the representatives of the government and 
by the railroads at the time contracts for section 22 rates were 
made that, if such rates were used, land grant deductions would 
not be applied, but that the government always had the option 
to use land grant rates whenever they were lower than the 
section 22 rates. 


In the making of section 22 rates, individual railroads were 
not free to “go out and do just as they pleased” without regard 
to what might be done by other railroads, said Mr. Fletcher. 
He declared that there could be discrimination in the use of 
such rates, just as there could be discriminatory commerc‘al 
rates. To support that statement he referred to a declaration by 
the late Justice Brandeis in Nashville, Chattanooga & St. Louis 
Railway Co. vs. United States, 262 U. S. 318, that section 22 
rates might discriminate against communities or against per- 
sons selling to the government just as much as published rates, 
and that “section 22 must ... be read in the light of the other 
sections of the act.’”’ This, Mr. Fletcher said, justified a letter 
Vice President Cleveland, of the A. A. R. traffic department, 
had written, asking that he be notified of section 22 rate pro- 
posals by the railroads. 

“If the process of using rate bureaus to arrive at commer- 
cia] rates is sound and justifiable, as I believe,” said Senator 
Hawkes, of New Jersey, “I can’t see that you can do anything 
else under section 22 but use the same agency, provided they 
function without restraint or coercion, which I believe they 
must do if they are to function in the future.” 

Outlining the activity of the A. A. R. in connection with 
establishment of special reduced rates for the government under 
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section 22 of the act, Mr. Fletcher said that when war develop- 
ments arose the War and Navy Departments were trying too 
hard to get their materials moved very promptly; that their 
representatives came to the A. A. R. and said they had many 
questions that had to be settled, including matters relating to 
storage in transit; that they had to get prompt action on rates 
and transit-storage so as to avoid interruption in war material 
transport, and that they wanted the A. A. R. to make an ar- 
rangement whereby such necessary prompt action could be 
effected by the railroads. Accordingly, said Mr. Fletcher, the 
railroads delegated to a four-man committee (the Traffic Ex- 
ecutive Chairmen’s Committee) headed by Mr. Cleveland the 
authority to negotiate the rates on the government traffic, and 
obtained ‘clearance’ from Attorney General Biddle for anti- 
trust law relief of the committee’s activities in the war period. 
Now, he said, the committee was criticized by the Justice De- 
partment witnesses for having gone “too far—too far, in this 
time of crises!” 

He added that the T. E. C. C. “enabled us to win the war— 
but they say, ‘Oh, yes, you went too far.’ I don’t think it did; 
I don’t think there is anything to show that it did.” 


Discussion of Low Rates 


Referring to a letter written by Mr. Cleveland in which 
that A. A. R. official had urged the railroads to see if some of 
their rates were not too low—a letter placed in evidence by 
the Justice Department—Mr. Fletcher said that the Commis- 
sion, in reports in Ex Parte 115 and Ex Parte 123 had told the 
carriers, in substance, that they were asking for general in- 
creases in rates, but that the Commission knew the carriers in 
the past had made some of their rates too low, to meet truck 
and water competition, and that the Commission felt that if 
the carriers had scrutinized their rate structure and made 
proper adjustments of the “low spots” they would not have to 
ask for general increases. Mr. Cleveland in his letter was 
calling attention to these abnormally low rates and was attempt- 
ing to carry out the injunction of the Commission, said Mr. 
Fletcher. 

“An effort has been made (by opponents of the Bulwinkle 
bill) to pick out some picayunish matter here, a trifling matter 
there, to build up a case,” said Mr. Fletcher. “That’s what has 
been done.” 

In the last decade, since establishment of the A. A. R., 
he said, the railroads had made the greatest progress in their 
history. He stated that the roads had worked hard on reduction 
of freight handling costs, and that now, though wages of rail 
labor were higher than ever, other costs had been reduced to 
the point that freight rates were lower than ever. 

“Maybe the railroads haven’t been serving the public in- 
terest, but it looks to me like they have,” he added. 

He said the railroads had given a performance in the war 
period that had brought high praise from the President, from 
the War and Navy Departments and their transportation offi- 
cers, and from the Office of Defense Transportation, and that 
this performance had been possible largely because the rail- 
roads had “this large system of cooperation’”—something, he 
said, that they did not have in the first World War. The rail- 
roads had tried to obey the law and wanted to go forward and 
do their duty as carriers of the nation’s commerce, he said. 
He declared that they acted in the full light of the public, and 
that all their acts were submitted to public scrutiny. 

Mr. Fletcher pointed out that every Shippers’ Advisory 
Board in the United States was supporting the bill. He said 
he hoped the committee would see fit to include in the record 
of the hearings letters it had received in support of the bill, 
and particularly a letter written by W. H. Day, of Boston, 
Mass. Senator Tunnell said the correspondence he had received 
had “very largely” been in favor of the.bill. Senator Hawkes 
said he did not recall having received a single letter opposing 
the bill. Mr. Fletcher suggested that possibly he knew some 
of the writers personally and could judge whether they were 
men who were easily coerced. 


Independent Action 


Noting that Chairman Kerr, of the Southern Freight As- 
sociation, had reported on independent action taken by south- 
ern carriers, Mr. Fletcher submitted a memorandum showing 
that, in western classification territory, four rail freight bureaus 
(the Western Trunk Line Committee, the Trans-Continental, 
the Southwestern and the Texas-Louisiana Freight Bureaus) 
had handled a total of 57,233 applications involving changes 
in rates, rules etc., in the period 1938 to 1945, inclusive, and 
that only 229 of those applications had reached the Western 
Traffic Executive Committee, and showing, also, that in the 
years 1935 to 1941, inclusive. the carriers in these bureaus had 
filed more than 4,487 individual notices. 

Mr. Fletcher averred that these figures did not accurately 
reflect what might be called independent action, because if a 
carrier in a rate bureau meeting announced that it would pub- 
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lish a certain rate, despite opposition from the others, all mem- 
bers of the bureau would follow suit. Thus, Mr. Fletcher de- 
clared, what the rate bureaus did could not properly be called 
an agreement. Senator Hawkes expressed accord with that 
view and concluded his comment by saying that he did not 
think that ‘when a fellow holds you up on the street and says, 
‘Give me your money’ ”’ it could be called an agreement. 

Mr. Rice said that many things in the trucking industry 
had to be carried on by methods similar to those used by the 
railroads, and that ‘“‘we must have rate bureaus.” 

He said he thought the bill in its present form provided suf- 
ficient continuing authority for examination of agreements by 
the Commission. He did not think that enactment of the bill 
would dispose of the pending suits against the railroads in the 
U. S. Supreme Court or in the federal court at Lincoln, Neb. 
He maintained that the bill would prohibit coercive action. He 
objected to a chart displayed by Mr. Kilday, in connection with 
his testimony, showing relationship between truck line rate 
bureaus and the American Trucking Associations, Inc., assert- 
ing that those bureaus were not a part of the A. T. A. and 
that the A. T. A. had no authority or control over them and 
had “absolutely nothing to do with their final decisions.” How- 
ever, he said, he was willing to admit that the A. T. A. was in- 
terested in trying to keep the trucking industry in a sound and 
stable financial condition. It seemed to him, he said, that the 
evidence by the opponents of the bill clearly demonstrated that 
there must be some kind of legislation such as that now con- 
sidered. 

According to the Justice Department’s views, said Mr. Rice, 
only two kinds of rates could be effected: (1) rates individually 
filed and described collectively as “trillions of rates” by some 
witnesses, or (2) “the Commission could prescribe all the rates.” 
This, he said, would leave the carriers in “an utterly ridiculous 
position.” Collective rate making was essential if the commerce 
of the country was to continue, he concluded. 


Earlier Positions Changed 


Though a spokesman for his organization had testified as 
a proponent of the Bulwinkle bill in hearings held by the House 
interstate commerce committee October 3, 1945, Martin H. Mil- 
ler, national legislative representative of the Brotherhood of 
Railroad Trainmen, came before the Senate interstate com- 
merce committee as an opponent of the bill, May 3, on which 
date the Senate committee concluded the hearings on H. R. 
2536 that it had begun March 20. 

Chairman Wheeler announced that he had been advised of 
another reversal of position on the bill, saying that he had 
received a letter from the National Association of Railroad and 
Utilities Commissioners advising him that the N. A. R. U. GC 
had been notified by the North Dakota commission that the 
commission was withdrawing support heretofore expressed by 
it for H. R. 2536 because it had decided the bill would not 
accomplish what the commission had anticipated it would ac- 
complish. 

However, Chairman Wheeler also read into the hearing 
record many letters from shipper organizations and civic organ- 
izations advocating passage of the bill. 


B. R. T.’s Views 


Mr. Miller explained the change of attitude on the part of 
the B. R. T. by saying that in the course of the hearings before 
the Senate committee “a great deal of testimony which was not 
available before or during the hearings before the House com- 
mittee” had been presented; that from this new testimony it 
could “readily be seen” that the rate bureaus had been used 
to accomplish much more than compliance with the interstate 
commerce act; that it now appeared such bureaus had been 
used “very effectively” in suppressing competition in making 
freight rates; that the Bulwinkle bill would furnish the means 
of legalizing such practices, and that by holding up freight 
rates instead of permitting the play of free competition in rate- 
making, the railroads would curtail traffic and thereby bring 
about an ultimate decrease in railroad employment. 

“The brotherhood believes in and has advocated the system 
of free competition among the American industries,” said Mr. 
Miller. “Under free competition the American people have at- 
tained the highest standard of living in history of civilized 
people. Therefore, we must, in fairness to ourselves, to our 
employers—the railroads—and to the American people, oppose 
enactment of the Bulwinkle bill. The people of the United 
States just cannot afford to legally permit any semblance of 
a let-down in the restrictions contained in our anti-trust laws.” 

He suggested that if the transportation industry was given 
an exemption from the anti-trust laws Congress could not 
logically refuse the same privilege to the other industries so 
regulated, and that, in view of “this probability,” enactment of 
the Bulwinkle bill could be the beginning of “the end of our 
treasured system of free competitive enterprise.” 

“It has been shown during the hearings,” Mr. Miller con- 
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tinued, ‘‘that railroads have charged the government excessive 
rates on war material, which added to the heavy cost of World 
War II. This cost—that is, the cost of the war—must be paid 
from taxes, and the workers bear their full share of the taxes 
and, of course, the cost of the war. Railroads and other indus- 
trial enterprises which engaged in any war. activities were 
privileged to amortize the depreciation on wartime purchases 
of plant and equipment during the war years. Most of such 
purchases were actually amortized out of what otherwise would 
have been excess profits taxes, which means that they—such 
corporations—have the plant and equipment so purchases 
handed down to them almost as gifts from a nation staggering 
under a heavy wartime debt.” 

Senator Wheeler said that there had been criticism because 
of the fact that an answer of the War Department to charges 
made in the “Bell-Ussery-Hammer” report of the Budget Bu- 
reau on freight rates on War Department traffic had not been 
made public by his committee. The reason it had not been made 
public was that the committee had not yet received this answer, 
Senator Wheeler explained. 

Mr. Miller said that the allegedly excessive transport serv- 
ice charges the railroads sought to collect from the government 
were not limited to questions of freight rates, but involved 
other matters. One such matter, he said, was instanced by the 
imposition of a charge of $300 or $400 by a certain railroad 
for changing locomotives for a seven-mile haul of a troop train 
from a terminal to a military camp, at the end of a cross- 
country movement, on the ground that union rules required 
such a change of locomotives. There was no union rule of that 
sort, Mr. Miller declared. He said an inquiry about this matter 
had come to him from the War Department, but that the in- 
quirer had not identified the railroad in question, because the 
movement was a military secret. 

Senator Hawkes commented that if the railroads, with 
their great wartime responsibility, gave out such information 
“as an accident,” it would not. bother him, but that if misinfor- 
mation was part of a general plan to exact high transportation 
charges, it was a serious thing. 

J. Carter Fort, vice-president and general counsel of the 
A. A. R., arose to state that he thought Mr. Miller was ‘“con- 
fused” on this matter. He said that on all roads the union 
rules precluded use of a line-haul crew for switching service 
without payment of a “penalty” to the switching crew; that the 
case cited by Mr. Miller was probably one in which railroad 
costs had been increased because of this union rule, and that 
he hoped the committee would not be confused by “such a 
nebulous statement” as Mr. Miller had made. 

Mr. Miller said he knew full well the difference between an 
agreement requiring change of crews and one requiring change 
of locomotives. A switch engine crew at a terminal could be 
used on a “road” locomotive, he said. ; 

Benjamin J. Brooks, attorney, of Washington, D. C., en- 
tered the discussion, stating that he had been in the War De- 
partment 20 months and had served in its traffic control division, 
that he knew that the railroads made charges for movement of 
troop trains to terminals and then from the terminals to the 
military camps, and that “the War Department was paying, 
very definitely, an extra charge and a very substantial charge 
for that service.” The reason given for such extra charges, he 
said, was that the unions were “demanding this and that” and 
that the railroads had to make extra charges to take care of 
extra costs. 

Senator Hawkes wondered if the railroads had to pay addi- 
tional expenses for movement of troop trains from terminals to 
camps if'they kept the road crews on the trains, and Mr. Miller’s 
answer was that if the railroads kept the road crew on such a 
movement it would be ‘‘common sense” to have a pilot crew 
working with the regular crew, since the latter probably would 
be unfamiliar with the physical characteristics of the territory. 
Senator Hawkes concluded that the railroads did have to pay 
an extra charge, “no matter what.” Mr. Miller insisted that 
there was no union agreement that required a change of loco- 
motives. Senator Wheeler said the matter was one not affected 
by the considered legislation. 


“Another thing demonstrated during the hearings,” said 
Mr. Miller, “is that the Association of American Railroads has 
acted as the driecting and coordinating organization for the 
railroads’ part in the rate conferences. Also, as shown in the 
testimony of Governor Arnall of Georgia and the representatives 
of the Department of Justice, the Association of American Rail- 
roads has promulgated policies and issued directives that have 
tended to preserve the industrial status quo. The workers... 
benefit generally by increased employment from a wide dis- 
semination of industry throughout the nation. It appears very 
clear that no increased employment will come if the policy fos- 
tered by the rate conferences is allowed to prevail through the 
passage of the Bulwinkle bill.” 


Allegations as to Equpiment 
Mr. Miller charged that A.A.R. activities had had the effect 
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of slowing down and, in some instances, actually preventing 
installation of proper and adequate safety appliances on railroad 
equipment, and that ‘‘a check-up into the activities of the A.A.R. 
should reveal that it lent its offices to the curtailment of com- 
petition in the development and installation of improved air 
brakes on freight trains.” Such elimination of competition had 
resulted in the adoption of new standard brake equipment that 
fell short of meeting adequate braking requirements on the 
modern freight trains, he claimed. 

“T refer especially to the ever-increasing number of un- 
desired emergency applications of air brakes on freight trains 
pen are equipped in whole or in part with AB brakes,” he 
added. 

Tight-lock couplers for passenger cars, he asserted, showed 
the result of “supervised and controlled development” in that 
most of the couplers were not being operated in violation of the 
safety appliance act, “due to the design being such that the 
couplers cannot be operated without being secured by an ‘S’ 
hook.” This hook, he said, must be unhooked by an employe 
before the brakes could be applied. In connection with dis- 
cussion of the AB brake, he referred the committee to Com- 
missin proceedings in No. 13528, the “air brake case” which, 
he said, finally resulted in adoption of the AB brake as the 
standard brake. 

Senator Wheeler said he had introduced a bill and “got 
after” the Commission in efforts to bring about use of more 
safety devices, but that the “excuse” of the railroads in the 
war period was that they could not obtain the equipment. 

Mr. Miller said that “S” hooks were “still being operated on 
a lot of streamlined trains today.” Asked by Senator Hawkes 
whether changes were being made, to the point where the 
allegedly outmoded equipment was being eliminated, Mr. Miller 
said that some of the western railroads were making very slow 
progress, if they were making any progress at all. 

“I realize that the interference of the A.A.R. in the com- 
petitive development and installation of safety appliances on 
railroad equipment does not come in the same category as the 
rate bureaus,” said Mr. Miller, “yet it does show the same 
pattern of attempting to thwart progress and limit their pur- 
chases to favored companies, even though it results in inferior 
equipment and creates added hazards to the employes.” 


Rail’ Lobby Charges 


He then quoted from the May, 1946, issue of a publication 
called Railroad Notes, which he said was published in New York 
City, containing criticism of the A.A.R. and the Bulwinkle bill 
and asserting, among other things, that nearly $5,000,000 a year 
was available for ‘‘the A.A.R.’s lobby for exemption from the 
anti-trust laws and similar purposes” and that in many instances 
Chambers of Commerce and shippers’ groups had been paid by 
the railroads for their services in testifying on behalf of the 
railroads and in urging action by the legislators. 

“The Brotherhood of Railroad Trainmen is of the opinion,” 
said Mr. Miller, “that the lawful and reasonable functions of 
the rate bureaus should be preserved, for they can—if they 
will—perform a useful service to both the shippers and trans- 
portation companies. We do not believe that enforcement of 
the anti-trust laws will jnterfere with the rate bureaus, if they 
keep within their originally intended functions.” 

Senator Hawkes wanted to know who published “Railroad 
Notes,” but Mr. Miller could state only that it was published 
by an organization called “Labor Research or something like 
that” and that he did not know who comprised that organiza- 
tion. The important thing, said Mr. Miller, was the truth of 
the statements he had quoted. 


Was there truth to the statement that the A. A. R. was 
spending $5,000,000 a year on lobbying, Senator Hawkes in- 
quired. Mr. Miller said he did not know, but that he imagined 
that that was “a very, very conservative figure.” He added 
that he thought $5,000,000 was a conservative estimate as to 
“this particular legislation.” 


Hawkes Asks Question 


“Do you know of any group in American life that, when it 
wants to get something from Congress, doesn’t call on every 
member of Congress?’ Senator Hawkes asked. 

“In the instance of the railroads, they have a peculiar way 
of building up organizations to represent them, so it doesn’t 
look like it is the railroads’ money that’s being spent,” said 
Mr. Miller. 

“T don’t know of a single organization, including the broth- 
erhoods, who don’t bring all the pressure they can (for enact- 
ment of legislation) when they think it’s a righteous cause,” 
said Senator Hawkes. “I hold no brief for the railroads... 
but I want to see them get a square deal. . . . When organiza- 
tions can’t reach me directly, often they act through some 
“ae . .. I don’t think the railroads are peculiar in that, 
at all.” 


Mr. Miller thought it was improper for an organization to 
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pay expenses of other people to support it in a lobbying cam- 
paign. Senator Hawkes said he didn’t think the railroads should 
be singled out as being malefactors in lobbying unless they did 
their lobbying illegally and “bribed somebody.” He told Mr. 
Miller that “every time a bill comes up here that’s of interest 
to your group, you have all been in my office, every one of you, 
trying to prove to me that your cause is just, and I have listened 
© you. ...” 

We just don’t want things to get into a condition where 
we can have recurrences of the things that happened in 1933 
and until the war. . .. We believe a good, safe plan is free 
competitive enterprise. .. .” 

Senator Hawkes appeared dissatisfied with Mr. Miller’s 
explanation of his organization’s ‘“‘about-face’”’ on the Bulwinkle 
bill. 

“In the House hearings you knew practically all the things 
you say here,” he said. “Why weren’t those things as bad then 
as they are today?” 

Mr. Miller said he was not in Washington at the time of 
the House committee hearings; that he would have urged a 
different course, but that he recognized that his assistant (E. C. 
Bassett) spoke authoritatively on behalf of the organization 
when he testified before the House committee. 


Fort Replies to Miller 


Mr. Fort asked and obtained permission from Chairman 
Wheeler to comment briefly on Mr. Miller’s remarks. 

Referring to Mr. Miller’s statement that the A. A. R. had 
retarded development of brakes for freight cars, Mr. Fort said 
that “exactly the opposite is true.” He said the A. A. R. had 
spent millions for development of an improved brake, including 
laboratory tests, and, as to the brake that was finally devel- 
oped, “no man in the world, including Mr. Miller,” would say 
it was not a miraculous improvement over the old brake. He 
said that Mr. Miller had offered no testimony to the contrary 
at hearings held by the Commission in Chicago to determine 
requirements of installation of the new brake, and noted that 
the Commission, on May 30, 1945, had issued an order requir- 
ing all the railroads to put the AB brake into use. The A. A. R. 
had nothing to do with the tight-lock couplers and had nothing 
to say about that, said Mr. Fort. ; 

As to the quotation from ‘some publication I have never 
heard of before’’ to the effect that the railroads were spending 
$5,000,000 for the purpose of obtaining passage of the Bulwinkle 
bill, said Mr. Fort, the A. A. R. had incurred no expense what- 
soever in connection with the Bulwinkle bill other than the 
money going into his own salary and that of Mr. Fletcher and 
a printing bill of about $20,000 for printing of a “brief” of the 
hearing before the House committee and for printing of certain 
other pamphlets. 

“This committee is familiar with our activities,’ Mr. Fort 
declared. ‘I have never asked any organization to appear here 
and take a position that we favored, under their name, rather 
than ours. 1 agree that that would be a disreputable practice.” 

With respect to the “change of front” by the Brotherhood 
of Railroad Trainmen, Mr. Fort noted that there was a dispute 
between that brotherhood and the railroads over wages and 
working conditions; that an emergency board had reported its 
findings and recommendations, and that, according to “news 
stories,” the brotherhood had refused to accept the board’s rec- 
ommendations. Senator Wheeler thought the brotherhood had 
approved the selection of the board members. 


Mr. Fort said he did not undertake to “imagine” things, as 
he said Mr. Miller had done, and that he wouldn’t have any idea 
whether the current dispute in which the B. R. T. was involved 
accounted for the “change of front.” 


Another Witness for Georgia 


Mr. McGovern, appearing on behalf of the state of Georgia, 
said it was his opinion that the joint action of the railroads in 
filing their recent petition for a 25 per cent increase in freight 
rates was not unlawful. 

This illustration, he said, epitomized the difference of opin- 
ion between Mr. Fletcher, of the A. A. R., and the state of 
Georgia, as to legitimate collaboration by carriers in the field 
of rates. 

“There is a definite distinction between group action in go- 
ing to the Commission to ask for permission to increase rates, 
and in group action increasing rates,” said Mr. McGovern. 

When rates were fixed by collective action of a group of 
carriers, they were unlawful, but when they were fixed after 
petition of the carriers to the Commission they were lawful, 
because they were then fixed by the Commission itself, he 
averred. He said that if the Commission granted the carriers’ 
petition it would undoubtedly make its order permissive, rather 
than mandatory, leaving it to managerial discretion of the indi- 
vidual carriers to raise their rates as much as 25 per cent. He 
quoted from a resolution he said had been adopted by the 
A. A. R. directors in 1935, the effect of which, he said, was to 
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make mandatory on the member railroads the effectuation of 
the full amount of the increase authorized in Ex Parte 115. 
This was unlawful, because the A. A. R. had made mandatory 
what the Commission had made permissive and had substituted 
group judgment of “four or five rate experts in Washington” 
for freedom of action by the individual roads. He said the El- 
gin, Joliet & Eastern, in correspondence with President Pelley 
of the A. A. R., in 1935, had questioned the legality of “blanket 
authority of any committee on which we have no representa- 
tion.” 

Senator Hawkes asked if it was not true that many railroads 
had taken independent action, despite the A. A. R. resolution. 
Mr. McGovern said he believed it was, but that the question was 
an economic question, rather than a legal one. He agreed with 
Senator Hawkes that it was a question on which there could be 
honest differences of opinion. He said that -+rate bureau rules 
and regulations provided for “trillions” of cases of independent 
action, since they did not require that every rate change be 
filed with them, and he averred that it was not clear, when the 
statement was made that there had been 39,000 cases of inde- 
pendent action, what type of independent action was meant. 

Asked whether he knew of any case in which a railroad had 
been penalized by other railroads for having taken independent 
action, Mr. McGovern said that in any anti-trust case there was 
never a case of legal coercion—“that’s a contradiction in terms” 
—but that the coercion involved was economic, and that “eco- 
nomic coercion is difficult to prove.” He referred to a letter he 
said Mr. Pelley had written to a Pennsylvania Railroad official 
at the time the A. A. R. was being formed, containing the state- 
ment that no one could ask now where the ‘‘teeth” the A. A. R. 
plan of organization were. Mr. McGovern interpreted that as 
meaning that Mr. Pelley had the answer to the question, ‘““Where 
is the power to coerce?” 

Mr. McGovern said that at least two small railroads, the 
Bangor & Aroostook being one of them, had tried to reserve 
the right to ignore A. A. R. “orders,” but had been told that 
they could not ignore them—that they would have to take the 
A. A. R. plan of organization as it stood, or not at all. 

Questioned about allegations as to diversion of traffic by 
railroads in “penalizing” other roads, Mr. McGovern said that 
the state of Georgia referred, not to unrouted traffic, but to 
shipper-routed traffic, because a railroad had “a large influence 
over the shipper as to the route he will select’? and because 
railroads often preferentially solicited for each other. 


Says Record Is Confusing 


Mr. McGovern declared that the committee now had before 
it a collection of conflicting information. He said he believed 
that Chairman Kerr, of the Southern Freight Association, and 
“Judge” Fletcher “sincerely controvert our facts in the belief 
that they present the truth.” If the case was presented to the 
court, the court would find the facts. 

“Tf, in the present confused state of the record before this 
committee, you try to pass a bill,” he said, “you must either dis- 
regard all the testimony you have heard, or try to resolve the 
conflicts in testimony. . . If our case goes to court, you will 
have precise findings of fact. . .” 

On the basis of facts so arrived at, he contended, the com- 
mittee could decide whether the railroads needed relief from 
the anti-trust laws. He said there was no reason why the rail- 
roads and shippers could not have rate bureaus operating 
within a permissible area of collaboration. 

Senator Reed said it would be helpful if the committee 
could have Mr. McGovern’s views as to what that area was. 
Mr. McGovern said he would prepare a statement on that and 
file it with the committee later. 

“T think there is a perfectly clear area of collaboration, and 
no amount of legislation will ever make it any clearer,” he 
declared. 

“If we had a Department of Justice more interested in 
apprehending people who have definitely violated the law, 
rather than in attacking successful business organizations who 
have made this country what it is, because it’s popular to attack 
such organizations, I would agree with you,” said Senator 
Hawkes. 


Mr. McGovern said it was a question whether Senator 
Hawkes agreed with anti-trust. The senator said he did not 
disagree with anti-trust laws, but with the method of their 
enforcement. Mr. McGovern said that, in his former experience 
as an attorney in the Justice Department’s anti-trust division, 
he had never met a business man to whom he had not said that 
he did not think that man sincerely believed he was not violating 
the anti-trust law. The discussion led to further criticism by 
Senator Hawkes of the entry of consent decrees, and Mr. 
McGovern agreed that such decrees should be outlawed. 


Kilday’s Statement 


Mr. Kilday, of the anti-trust division, whose testimony con- 
cluded the hearing, joined in the opposition to consent decrees. 
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He filed with the committee, with a brief explanation or identi- 
fication of each, several statements in which he took issue with 
representations that railroad witnesses had made. Copies of 
the statements were not immediately available for distribution. 

One of his statements, he said, pointed to different esti- 
mates as to the percentage of rates filed with the Commission 
that were subjected to review by the Commission and contained 
a suggestion that the committee might be interested in obtain- 
ing “more definite figures.” Another statement, he said, dealt 
with ton-mile figures. 

When Senator Hawkes observed that a suggestion had been 
made, in the course of the hearings, that the A.A.R. be abol- 
ished, Mr. Kilday said that the Justice Department did not want 
to do away with “useful functions” of the A.A.R. and that “we 
are not opposing proper trade assocaitions.” 

Mr. Kilday said the anti-trust division had not written the 
brief of the state of Georgia, but had regarded the Georgia case 
as an anti-trust suit and had assisted in obtaining evidence for 
the state. 

One of his statements, he continued, related to a statement 
by Mr. Kerr that rate proposals went upward merely to give 
higher traffic officials an opportunity to review action taken by 
their subordinates. Other statements he was presenting, he 
related, pertained to testimony Mr. Kerr had presented to the 
Commission as to a “rate wall” between the north and the south; 
to the. question whether the A.A.R. did or did not make rates, 
and to Mr. Fletcher’s representations that the A.A.R. was, as 
Mr. Kilday put it, “rather a powerless organization.” Mr. Kil- 
day then added “a general over-all statement of our position.” 

He said he had two letters bearing on the question whether 
the A. A. R. had no contact with or power over the Western 
Commissioners and over the directors set up under the western 
agreement. 

Taking issue with a statement he said “someone” had made, 
that Justice Department agents had examined all railroad files, 
Mr. Kilday said that such examinations had been made “only 
in the south and, to a limited degree, in the west, but not at 
all in the east.” 

Senator Hawkes said he understood one of the railroad wit- 
nesses as having said that the Justice Department had gone 
through all the files of the A. A. R., not of the different rate 
committees, and that the department had not been precluded 
from such investigation. He asked whether that was true. 

Mr. Kilday said that on one occasion he had asked for per- 
mission at the A. A. R. to inspect certain papers relating to a 
telegram Governor Arnall of Georgia had sent to the President, 
in which the governor had alleged that a rail rate bureau in 
his territory, anticipating an adverse decision of the Commis- 
sion in the class rate case, was changing many rates from class 
rates to commodity rates. 

“IT asked to look at some papers,” said Mr. Kilday. “We 
were told the matter would be looked into, and we would be 
notified. I have never received an answer.” 


Fort Says J. D. Had Access to Files 


Mr. Fort contended that the Justice Department had sent 
“a great staff” to examine the A. A. R. files, and that this group 
had received access to all the files. He said that “we thought 
you would make an objective study.” After the department had 
filed “suits in court” and asked for an opportunity to make a 
further examination of the A. A. R. files, Mr. Fort said, the 
A. A. R. had denied the permission sought because the de- 
partment was “in court” and could act through the court to ob- 
tain information. 

Mr. Kilday said he had come to the Justice Department in 
1943, and that if a large staff from the department had examined 
A. A. R. files, it had happened before that time. 

Subsequently, Arne C. Wiprud, Washington attorney who 
had testified in opposition to the Bulwinkle bill earlier in the 
hearings, arose to explain that he was in charge of the anti- 
trust division’s investigation of the A. A. R. He said the inves- 
tigation had not been made by a large staff, but by one David 
McDonald, and that he had examined “certain files, relating to 
certain subjects.” 

“There were many men up there,” said Mr. Fort. ‘They 
were given access to any files they wanted. You know perfectly 
well you had complete access to our files.” 

“Ts that correct?” asked Senator Reed. 

“T think Mr. Fort refers to some other investigation,” said 
Mr. Wiprud. 


In one of the statements that he placed in the hearing rec- 
ord on the last day of the hearing, without oral reading of their 
contents, Mr. Kilday summed un the contentions of the Justice 
Department with respect to the Bulwinkle bill and present rate- 
making practices of the carriers, it was found when the texts 
of the statements became available. 

“T do not believe,” he said, “there is any serious dispute 
as to the fact that the present conference method of initiating 
rail freight rates results in concerted action among the rail- 
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roads in the establishment of non-competitive freight rates. 
Such concerted action among the members of an industry in 
the determination of a common price for their goods or services 
is known to the anti-trust law as price-fixing and has been re- 
peatedly held to be in violation of the Sherman act and con- 
trary to the basic public policy of free enterprise and inde- 
pendent initiative. . . 

“The evidence presented to the committee by the Depart- 
ment of Justice established, in our opinion, the following points: 

“(1) The conference, or rate bureau, system of initiating 
rail rates, under which individual railroads surrender a meas- 
urable and substantial degree of their independent managerial 
discretion to a group interest in the making of rates, is, we re- 
spectfully submit, a device for fixing and maintaining non- 
competitive prices for rail services. 

“(2) Dominant railroad and financial interests of the coun- 
try have conspired, we believe, to use this price-fixing device 
to regiment the railroad industry by fixing and maintaining 
non-competitive rail rates designed to preserve a rate struc- 
ture based on the highest, rather than the lowest, lawful rate. 

“(3) This conspiracy, we think, has sought to acquire and 
to exercise power and has substantially succeeded to the ex- 
tent required, we believe, to control rail freight rates to a 
substantial degree throughout the United States. 

“(4) The power of this conspiracy, as has been shown here, 
has been strong enough to circumvent orders issued by the 
Interstate Commerce Commission and strong enough, we think, 
to prevent individual railroads from entering into joint rail- 
truck arrangements specifically authorized by Congress. 

“(5) The power which this conspiracy derives from its 
control over rail rates has been exercised, we think, to main- 
tain, in part at least. the industrial status quo by eliminating 
freight rates as a competitive factor in some industries and by 
preserving historic regional rate disparities, to a substantial 
degree, which deny to the products of southern and western in- 
dustry equal access to northeastern markets. 


“Fundamental Ground” of Opposition 


“But . . . the opposition of the Department of Justice to 
the Bulwinkle bill is predicated upon more fundamental ground 
than mere desire to save the jurisdiction of the courts in pend- 
ing anti-trust cases. . . It is .. . the purpose of the Department 
of Justice .. . to point out’. . . the effects of private rate-mak- 
ing upon the free enterprise system. This bill... would... 
remove a large segment of the economy from the sphere of 
economic freedom guarded bv the Sherman and Clayton acts. 
It would legalize a device which .. . actually is .. . the key- 
stone of private economic power at once so vast and so subtle 
that it should challenge the attention of Congress... 

“Tt can hardly be expected that private collaboration per- 
mitted in time of war in all industry can be retained in time 
of peace in the transvortation industry alone, without prejudice 
to the public interest. . .” 


In one of his statements, taking issue with evidence by 
pvrovonents of the bill to the effect that there had been a de- 
cline in ton-mile revenue of the railroads in recent years. Mr. 
Kilday auoted the following statement in the fifty-second an- 
nual report of the Commission, issued in 1938: 


The railroads have made much of the fact that ton-mile revenues 
fell each year from 1923 to 1937 and that in the latter year it was 
only 31.5 per cent above the 1916 level. Such comparisons are mislead- 
ing, for the fall in averages since 1923 has been caused largely by the 
fact that in recent years the railroads have voluntarily reduced many 
rates to meet highway, water and pipeline competition. ...The rates 
... On the traffic which still is affected little, if at all, by such competi- 
tion have stayed up. It is of these noncompetitive rates that shippers 
complain. ... . 


Takes Issue with Buford 


Mr. Kilday took issue with testimony by C. H. Buford, ex- 
ecutive vice president of the Milwaukee and former vice presi- 
dent, in charge of operations and maintenance. of the A. A. R., 
that the A. A. R. had promoted technological improvements in 
rail service. On the contrary, Mr. Kilday contended, railroad 
practices that the Bulwinkle bill would legalize had retarded 
individual carriers from instituting technological improvements 
such as installation of air conditioning equinment and recrea- 
tional facilities. and had resulted in withholding from the ship- 
ping and traveling public of expedited freight and passenger 
service. 


Comment on Kerr’s Testimony 


Criticizing testimony that had been presented by J. G. 
Kerr, chairman of the Southern Freight Association, Mr. Kil- 
day said that any rate proposal by a member line of the S. F. A. 
was published in trade magazines at once: that a shipper, see- 
ing the publication, would be heard by the standing rate com- 
mittee of the S. F. A. One or more objections by mail or wire, 
in the mail voting on the proposal, operated to throw the pro- 
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serves Gateways to the East Indies 


Java, Sumatra, Borneo and other islands of the East Indies will play an important 
part in future international trade. They contain a major portion of the world’s rubber, 
tin, oil and other raw materials. 

Normal production cannot be resumed until areas devastated during the war are 
rebuilt. Great Northern Railway’s Foreign Department is informed that many hundred 
million dollars will be spent to do this job. 

It will require huge quantities of machinery and supplies—many of which will be 
bought in the U.S. A. 

Much future commerce with the East Indies will flow through ports of the Pacific 
Northwest and California. These gateways to the Orient are served with dependable 
transportation by Great Northern Railway, an “‘old hand”’ in Pacific trade. 

Consult: H.G. DOW, Vice President, Foreign Department, 233 Broadway, New York 7, 
N. Y., P.H. BURNHAM, Freight Traffic Manager, 175 East 4th Street, St. Paul 1, Minn., 
W. R. DALE, Foreign Freight Agent, 4th Avenue and Union Street, Seattle 1, Wash., R. W. 
TRAYNOR, Import and Export Agent, 105 West Adams Street, Chicago 3, Illinois, or Great 
Northern freight traffic representatives in more than 50 cities in the United States and Canada. 


GREAT NORTHERN RAILWAY 
ettacon Guittt Laker, Feige Nother and California File 
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posal on the docket of the General Freight Committee, “of 
which the shipping public gets no notice,” said Mr. Kilday. 

“If the proposal goes up from the docket of the General 
Freight Committee to the docket of the Executive Committee 
of the Southern Freight Association, the Traffic Executives Com- 
mittee or the Southeastern Presidents Conference,” he said, 
“these dockets are not published and the shjppers get no no- 
tice. In other words, the public gets only the one notice re- 
ferred to above... 

“In practice, a plan is sometimes resorted to in order to 
prevent the public from getting even the one notice of certain 
proposals. This is accomplished under the procedure as finally 
agreed upon which is to the effect that the chairman of the 
S. F. A. may initiate proposals which are called SFA proposals’ 
and, as we understand it, the public is given no notice thereof. 
We have been informed that this plan operates sometimes in 
such fashion that the chairman may take proposals by mem- 
ber lines and mark them ‘SFA proposals’ and in this way it is 
impossible to obviate even the one notice to the public. . .” 

Mr. Kilday said that there were “some 60 southern roads, 
mostly small roads,” that were completely eliminated from 
membership in any southern rate bureau or rate committee. 


Views on Independent Action 


He said the Justice Department could not agree with Mr. 
Kerr’s statement as to independent action taken by southern 
railroads. 

“If the rate bureau mechanism does not subjugate indi- 
vidual managerial discretion to group interest in the fixing of 
rates, it serves a function which is in conflict with the purposes 
which are apparent on the faces of the documents under which 
the bureaus operate,” he said. “They become mere debating 
societies, if the individual lines cannot be restrained. . . 

“The fact that some tariff changes are independently an- 
nounced does not in the least disprove the rule that under the 
rate bureau system group action as to a large degree sup- 
planted individual initiative in the making of rates. . .” 

Mr. Kilday said he was placing in the hearing record a docu- 
ment showing that certain changes in tariffs might be filed with 
the Commission by the S. F. A. without first filing proposals 
with the S. F. A., and that this document was designated as 
“SFA Circular 118 (series D).” Independent announcements 
made pursuant to provisions of that document. Mr. Kilday con- 
tended, had no relevancy to the question whether individual 
roads did, as a practical matter, have full liberty to act inde- 
pendently. 


A. A. R. and Rate-Making 


With respect to statements by R. V. Fletcher, A. A. R. 
vice president, that the A. A. R. did not make rates, Mr. Kil- 
day referred to what was represented as an order of the 
A. A. R. board of directors, dated May 1, 1935, directing the 
National Perishable Freight Committee to incorporate in its 
tariff applicable in territories where re-top icing was not per- 
missible a charge of 20 per cent of the protective charge from 
origin point to final destination for stopping to re-ice in transit. 
Mr. Kilday referred also to a~-memorandum he said had been 
addressed to Vice President Cleveland of the A. A. R. by W. K. 
Kelly, assistant to Mr. Cleveland, containing an observation 
that “as the last resort there is always open an avenue of ap- 
peal through the traffic department of the A. A. R.” Dealing 
with testimony by Mr. Fletcher that the A. A. R. had nothing 
to do with selection of the consttuent members of rate-making 
bodies, Mr. Kilday quoted from a document he said was a let- 
ter from Chairman Quinn. of the National Perishable Freight 
Committee, dated March 21, 1938, the following: 

“An official interpretation committee has been appointed 
by Mr. Cleveland with Mr. W. J. Kelly, his assistant, as chair- 
man with three members, consisting of the chairmen of the 
executive traffic committees representing eastern, western and 
southern lines, which committee is empowered to officially in- 
terpret the Commission’s order and decide which charges may 
be increased. . . Only such charges should be published as in- 
structed by Mr. Kelly. . .” 


Wheeler Outlook for Passage Pessimistic 


Chairman Wheeler, of the Senate interstate commerce 
committee, questioned as to the outlook for passage of H. R. 
2536, the so-called Bulwinkle bill to exempt Commission- 
approved agreements of carriers from application of the anti- 
trust laws, said he doubted very much that the bill could be 
considered by the Senate before its summer recess. 

Reports at the Capitol indicate that many senators are 
hopeful that the recess can begin about July 1. Experience of 
past election years makes it appear probable that the congres- 
sional recess will extend until after election day, November 5. 
With the second session of the 79th Congress ending with the 
expiration of the year 1946, only six or seven weeks would 
remain for completion of congressional action on H. R. 2536 
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after transmittal of a report on the bill to the Senate by the 
Senate interstate commerce committee, in the event the bill 
were reported immediately after reconvening of the Congress 
in November. 

Failure of Congress to take final action on the bill this 
year would mean that the legislative process for enactment of 
a bill embodying provisions of H. R. 2536 would have to start 
anew in the 80th Congress, next January. 


Voluminous Record of Hearings 


One circumstance that made it appear unlikely that_the 
Senate could take up the so-called Bulwinkle bill before July, 
even if the Wheeler committee reported it or a substitute for 
it prior to that time, was the fact that the record of hearings 
on H. R. 2536 to be printed and then to be distributed to the 
senators was extraordinarily voluminous. Neither Senator 
Wheeler nor members of his committee staff would venture a 
guess as to the length of time that would be required for print- 
ing of this record. They stated they had been advised that the 
Government Printing Office was “covered up” with work at the 
present time, and they considered it not improbable that print- 
ing of the H. R. 2536. hearings would require several weeks. 

The printed hearings will embody not only the testimony 
of witnesses, covering about 2,800 typewritten pages, but also 
hundreds of pages of exhibits introduced by the Department of 
Justice witnesses, a 117-page printed brief of the state of 
Georgia in its suit against certain northern and southern rail- 
roads in the U. S. Supreme Court, and a large collection of 
letters and telegrams received by committee members. Senator 
Wheeler said it was unlikely that Senate members would be 
willing to act on the bill until after they had received the 
printed hearings. ; 

Senator Wheeler stated that he planned to leave Washing- 
ton May 14 or 15 for a stay of two or three weeks in his home 
state, Montana. There appeared little likelihood that his com- 
mittee would undertake, before that time, the framing of new 
provisions of H. R. 2536 to replace provisions of it as to which 
Chairman Wheeler expressed dissatisfaction in the hearings 
held by his committee. In the course of the hearings he and 
Senator Reed, of Kansas, indicated on several occasions a de- 
sire to confer with members of the Commission and with rep- 
resentatives of the Justice Department in efforts to define the 
“permissible area of collaboration” by carriers that Justice 
Department witnessed has mentioned in their testimony. 

Senator Wheeler made public a letter he had received 
from Secretary Wallace, of the Department of Commerce, 
elaborating on certain testimony the Secretary had presented 
before the committee April 10 in hearings on the Bulwinkle bill. 


Letter from Secretary Wallace 


Secretary Wallace noted that Senator Wheeler at that time 
had raised the question whether the Commerce Department 
had been approached by the Maritime Commission to support 
the commission’s petition for an investigation into the water 
competitive rail rates to North Atlantic ports on citrus fruits 
from Florida and on pulpboard from South Atlantic and Gulf 

orts. 
. “T stated that I was not familiar with these specific peti- 
tions and that I would advise you subsequently whether our 
support for these petitions had been requested,” said Secretary 
Wallace, adding: 


At the time of my testimony, no petitions requesting specific rate 
changes had been presented to me. In fact, the only connection which 
the Department of Commerce has had in this problem of rail water 
relationships is to give general support to a request by the War Ship- 
ping Administration for a factual investigation of competitive rail and 
water rates and costs. On February 25, 1946, Mr. Granville Conway, 
acting administrator, War Shipping Administration, wrote me soliciting 
my views as to whether a need exists for ‘‘expeditious investigation of 
rate deterrents to prompt resumption of the domestic water trades” 
and he specified that he would not expect me to make any commitment 
on the question of what changes in rail rates, if any, should be made. 

On March 7, I replied that ‘‘without further study ... we are not 
in a position to comment upon the extent to which wartime changes 
in costs have modified previous competitive relationships between water 
transport and other forms of transportation.’’ Nevertheless, I did en- 
dorse a factual investigation in order to determine whether the rate 
situation actually is uneconomic and a deterrent to adequate domestic 
water services. If this investigation reveals that existing rail rates 
on these commodities are reasonably compensatory, I would not, as 
you suggest, favor raising ‘‘them merely to afford the steamship lines 
an opportunity to handle the traffic at a profit.’’ 


Secretary Wallace attached to his letter a comment on a 
statement by Senator Reed taking exception to the Secretary’s 
view that under the Bulwinkle bill ‘exemption from the anti- 
trust laws requires the Commission’s approval only of the 
charter of organization of executive associations, rate bureaus, 
and conferences established by common carriers or freight 
forwarders for the purpose of joint consideration of rates and 
service matters.” Mr. Wallace said his interpretation was fully 
supported by a statement in the House committee report on 
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the bill including the passage that “what is to be submitted 

. is the basic agreement setting up the association and defin- 
ing the nature and scope of its activities and its mode of pro- 
cedure.” 


Revised Administrative Procedure 
Bill Reported to House 


Substituting the text of H. R. 5988, introduced by Repre- 
sentative Walter, of Pennsylvania, for that of S. 7, the admin- 
istrative procedure bill passed by the Senate, the House judi- 
ciary committee has reported S. 7, stating in its report that 
the bill now contains ‘certain corrections and clarifications” 
approved by the Attorney General (see Traffic World, March 
16, p. 763, and April 6, p. 1051). 

“What the bill does in substance,’ the committee said, 
“may be summarized under four headings: (1) It provides that 
agencies must issue as rules certain specified information as 
to their organization and procedure, and also make available 
other materials of administrative law (section 3). (2) It states 
the essentials of the several forms of administrative proceed- 
ings (sections 4, 5 and 6) and the general limitations on ad- 
ministrative powers (section 9). (3) It provides in more detail 
the requirements for administrative hearings and decisions in 
cases in which statutes require such hearings (sections 7 and 
8). (4) It sets forth a simplified statement of judicial review 
designed to afford a remedy for every legal wrong (section 
10.)” 

In section 2 (c) of the bill the committee, by substitution 
of H. R. 5988, made several changes in the definitions of the 
terms “rule and rule making.” In S. 7 as passed by the Senate, 
this definition read as follows: 


(c) Rule and Rule Making—‘‘Rule’’ means the whole or any part 
of any agency statement of general applicability designed to implement, 
interpret, or prescribe law or policy or to prescribe the organization, 
procedure or practice requirements of any agency. ‘‘Rule making’”’ 
means agency process for the formulation, amendment, or repeal of 
a rule and includes the approval or prescription for the future of 
rates, wages, corporate or financial structures or reorganizations there- 
of, prices, facilities, appliances, services, or allowances therefor, or of 
valuations, costs, or accounting, or practices bearing upon any of the 
foregoing. 


As reported to the House, section 2 (c) reads as follows: 


(c) Rule and Rule Making—‘‘Rule’’ means the whole or any part 
of any agency statement of general or particular applicability and 
future effect designed to implement, interpret, or prescribe law or 
policy or to describe the organization, procedure, or practice, require- 
ments of any agency and includes the approval or prescription for 
the future of rates, wages, corporate or financial structures or reor- 
ganizations thereof, prices, facilities, appliances, services, or allow- 
ances therefor, or of valuations, costs, or accounting, or practices 
bearing upon any of the foregoing. ‘‘Rule making’’ means agency 
process for the formulation, amendment, or repeal of a rule. 


The bill as reported changes some of the words in section 
7 of the bill, relating to hearings, but makes no changes in 
section 10, relating to examiners. 


In section 3, dealing with public information, the bill pro- 
vides, in a subsection on “rules,” that “every agency shall sep- 
arately state and currently publish in the Federal Register 

. descriptions of its central and field organizations, includ- 
ing delegations by the agency of final authority and the estab- 
lished places at which, and methods whereby, the public may 
secure information or make submittals or requests. .. .” 

In section 4, relating to rule making, a subsection about 
“notice” provides, among other things, that “general notice of 
proposed rule making shall be published in the Federal Reg- 
ister (unless all persons subject thereto are named and either 
personally served or otherwise have actual notice thereof in 
accordance with law.” 


COPIES OF RAIL DEBT ADJUSTMENT HEARINGS 


By agreeing to S. Con. Res. 60, previously adopted by the 
Senate, the House has completed Congressional action on a 
resolution providing for printing of 1,000 additional copies of 
parts 1 and 2 of the hearings held by the Senate interstate 
commerce committee on S. 1253, providing for modification of 
railroad financial structures by making available a method for 
adjustment of debt without resort to court procedure prescribed 
by existing legislation and by making possible the return to 
the debtor corporations of railroads regarded as only nominally 
insolvent (see Traffic World, April 20, p. 1217). 

First hearings on S. 1253, the so-called Mahaffie bill which 
Chairman Wheeler, of the Senate interstate commerce commit- 
tee, had introduced by request, were held by the Wheeler com- 
mittee October 31 and November 7 and 20, 1945. Subsequently, 
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the bill was revised to include provisions for returning to the 
debtor corporations railroads now in reorganization under sec- 
tion 77 of the bankruptcy act whose gross railway operating 
revenues for any of the calendar years 1942 to 1944, inclusive, 
exceeded $50,000,000, so as to permit the working out of volun- 
tary reorganization plans. Hearings on the bill as so revised 
were held by the Wheeler committee, beginning February 19 
and ending March 7 (see Traffic World, March 9, p. 672). 


House Provides Over $65,000,000 
for Use by C. A. A. in 1947 


Economy advocate shows that Civil Aeronautics Ad- 
ministration will have received total of more than 
$612,000,000 for ten-year period ending with next fiscal 
year. Debate centers on establishment of traffic control 
towers at airports. Airlines pay their own way in fed- 
eral taxes, one House member contends 





While the House was considering an appropriation bill 
carrying $63,450,000 for the Civil Aeronautics Administration 
for the fiscal year ending June 30, 1947, Representative Ra- 
baut, of Michigan, called attention of House members to a 
chart showing that that amount would bring to a total in 
excess of $612,000,000 the aggregate of federal funds provided 
for the C. A. A. in the ten-year period beginning with the 
fiscal year 1938. 

Despite pleas by Mr. Rabaut and other House members 
for consideration of the present load of federal taxes, the 
House adopted amendments to the bill—H. R. 6056, the appro- 
priation bill for the State, Justice and Commerce Departments 
for the fiscal year 1947— adding about $3,500,000 to the 
amount recommended for the C. A. A. by the House appro- 
priations committee, before passing the bill and sending it to 
the Senate. The increase was provided principally for opera- 
tion of 126 air traffic control towers by the C. A. A., at airports 
where such operation was being relinquished by the army. 

Mr. Rabaut, recapitulating the amounts appropriated for 
the C. A. A. since the fiscal year 1937, said that the sums 
provided had been as follows: 

In excess of $10,000,000 in 1938; $15,000,000 plus in 1939; 
$25,000,000 plus in 1940; $104,000, 000 plus in 1941, which in- 
cluded civilian pilot training and development ‘of landing 
areas; $227,000,000 plus in 1942; $38,000,000 in 1943—“of 
course, in those years we started pouring it into the army 
and the navy’; $43,000,000 plus in 1944; $36,000,000 plus in 
1945, and $51,000,000 plus in 1946. The total recommended for 
the fiscal year 1947, he said, was $63,450,000. 

The 1947 appropriation recommended for the C. A. A. in 
the bill as reported to the House comprised the following 
items: General administration, Office of Administrator of Civil 
Aeronautics, $4,000,000; establishment of air navigation facili- 
ties, $18, 000,000; maintenance and operation of air navigation 
facilities, $32, 000, 000; technical development, $750,000; en- 
forcement of safety regulations, $6,200,000; airport advisory 
service, $250,000; maintenance and operation of aircraft, 
$1,500,000; maintenance and operation, Washington National 
Airport, $750,000. 


Air-Marking Program 


By one of the amendments it adopted, the House added 
$100,000 to the item for establishment of air navigation fa- 
cilities, the explanation being made that this additional sum 
was needed to bring about a program of air marking. Repre- 
sentative Randolph, of West Virginia, proponent of this amend- 
ment, said that “we must necessarily do an important and 
coordinated job of air marking for the advantage and safety 
of the private flyers of this country,” and added that “the air 
transport craft do not need them.” 

Representative Jones, of Ohio, said he thought that the 
federal government had taken the commercial air lines ‘on 
a free ride for too long a time.” 


“Out-Railroading the Railroads” 


“Let me tell you something about the air lines,” 
Representative Rabaut. “They are out-railroading the rail- 
roads today. . The only time they are weak and in their 
infancy is when they come up before Congress. ... The fed- 
eral government cannot continue these expenses. It is up to 
these big industries to bear some of them.” 

Another amendment that the House adopted, offered by 
Representative Priest, of Tennessee, and supported in remarks 
by Representative Hinshaw, of California (both members of 
the House interstate commerce committee), provided for an 
additional $3,541,000 for maintenance and operation of air 
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navigation facilities, particularly for operation of air traffic 
control towers by the C. A. A. 

“During the war they (the air-traffic control towers) were 
under the control of the armed forces,” said Mr. Priest. “Now 
the time has come when they are going back under one type 
of control or another, either to municipal operation or to oper- 
ation under the Civil Aeronautics Administration. I note the 
committee recommends in the report that the municipalities 
operate these control towers, but recommends that they hire 
trained personnel, registered and certified by the C. A. A. Of 
course, that is only a recommendation.” 

Representative Hinshaw said the House select committee 
to investigate air accidents, of which he had been a member, 
had found that it was absolutely necessary to have air traffic 
control towers at airports staffed and operated by the C. A. A. 
rather than by municipal employes, and that “the inefficient 
operation of control towers by incompetent and underpaid 
municipal employes was in part responsible for several seri- 
ous air accidents.” 


Taxes Paid by Airlines in 1945 


“Members of the committee,” he continued, “are making 
some statements to the effect that air lines do not pay their 
way in taxes—that air freight and air passengers do not pay 
any taxes. I wish to read some statistics. For 1945 the income, 
excess-profits, and undistributed-surplus taxes paid by air 
lines were $23,531,000; the transportation taxes—15 per cent 
on passenger and 3 per cent on express and freight—amounted 
to $31,048,000; gas and oil taxes, $2,305,000; and air-mail 
profits to the government amounted to $67,000,000; or a total 
take to the government of $128,884,000 for the year 1945 from 
air-line operations; and it is estimated that by 1950 that 
amount will go up to nearly $174,000,000. ... 

“It is ridiculous to say that the air lines make no contri- 
bution toward the expenses of the C. A. A. Actually, perhaps 
30 per cent of the services of the C. A. A. and C. A. B. are 
chargeable to air-line operation. But no charge is made to 
the inland waterway carriers who benefit from our $2,000,000,- 
000 worth of inland waterways; no special charge is made to 
ocean carriers for our lighthouses and buoys, the Coast Guard, 
and the deep-water river and harbor work done; no important 
special charge other than gas taxes is made upon the highway 
carriers; and the railroads have exclusive use of their own 
rights-of-way. Before making a big special charge upon the 
air lines, it might be well... to make a study of our entire 
transportation system and learn the facts.” 

Representative Rivers, of South Carolina, said that in his 
home town (Charleston) $15,000,000 had been spent on an 
airport, but that the airport did not now have air-traffic con- 
trol, and that airships using the port came in “at their own 
peril.” 


Traffic Control Tower Cost 


Representative Spence, of Kentucky, said that many cities 
that had built or acquired airports did not anticipate that they 
would have to make the expenditures that were necessary 
for maintenance of air traffic control towers, and that “as a 
result many of these airfields will be abandoned.” He said the 
expenditure necessary to maintain a traffic control tower for 
a single year was $35,000, commenting that “that is a con- 
siderable expenditure for a city or any other political sub- 
division.” 

Representative Jones suggested that air traffic control 
operators might be licensed by the C. A. A., but not employed 
by that agency. 

“If you think it is necessary to have uniform standards,” 
he added, “then get off the doorknobs in your committee and 
write legislation setting up standards for the municipal gov- 
ernments to pay, and quit sucking the federal treasury.” 

The House adopted a further amendment reducing by 
$300,000 the item of $1,500,000 for maintenance and operation 
of aircraft by the C. A. A. 


Senate Subcommittee Sees Benefits 
in St. Lawrence Seaway Project 


There was ample traffic for the St. Lawrence staway and 
for existing transportation facilities, too, and from the evidence 
presented it seemed clear that traffic on the seaway would not 
cripple the railroads, said a subcommittee of the Senate foreign 
relations committee in a report to the full committee advocating 
favorable action on S. Res. 104, providing for approval of the 
U. S.-Canada agreement of March 19, 1941, relating to construc- 
tion of power and navigation works in the Great Lakes-St. Law- 
rence Basin, with the exception of articles VII and IX thereof. 

Hearings on the resolution were held by the subcommittee, 
headed by Senator Hatch, of New Mexico, from February 18 
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to March 9. The subcommittee said in its report that a minority 
report might be filed by Senator White, of Maine. 

The subcommittee report, consisting of 68 printed pages, 
contained, among other things, the assertion that there was 
every reason to believe that the ‘“‘seaway will result in consider. 
able savings in transportation costs—amounting to as much as 
50 per cent of the present land- and water-transportation costs 
to overseas points for some commodities.” 

“It was shown clearly that water-freight charges are not 
based on distance but are based on competitive conditions,’ it 
continued. 

“The safety of navigation on the St. Lawrence was attested 
to the satisfaction of the subcommittee. 

“There is ample evidence to show that ocean ships will use 
the seaway,” it said, continuing: 











It is shown also that there is ample traffic for the seaway and for 
existing transportation facilities too. 

The proponents established the fact that this seaway is not designed 
to take away traffic from existing transportation facilities; its main 
purpose is to help meet a part of future needs. It is authoritatively 
estimated that the tonnage volume of United Statés postwar foreign 
trade may double the’ tonnage that was handled in prewar years. 

With regard to future transportation needs of the country, the 
proponents called attention to the historical fact that when the rail- 
roads were expanding westward they did not extend a line because 
prospective tonnage was present. They relied upon subsequent 
development of the territories to justify their pioneering. Water- 
ways, like railroads, are built to develop commerce and industry. 

According to Army engineers’ estimates, the cost of the seaway 
part of the project, based on 1941 estimates, will be around $200,000,000 
with annual charges of about $10,000,000. Thus, the maintenance cost 
of the seaway is shown to be less than $1 a ton for prospective 
United States traffic, whereas the savings would be anywhere from 
$1.50 to $12 a ton on various types of cargo. 

From the evidence presented it seems clear that traffic on the 
seaway is not going to cripple the railroads. 

The seaway will reduce the summer peak of the railroads, thus 
resulting in better average utilization of rolling stock that the railroads 
would otherwise have to maintain in order to handle the summer peak. 

New York will lose some foreign traffic and Buffalo will lose some 
of its grain-transfer business. On the other hand, New York Harbor 
‘will acquire new waterborne traffic to and from the Great Lakes area. 
It will also benefit from the industrial development resulting from the 
power project. Similarly Buffalo also will gain new traffic, both 
domestic and foreign. In each case, the additional traffic resulting 
from the seaway will more than offset the losses. The net gain for 
Boston will be largest of all. 

As for Providence’s fear of the seaway it was shown that this city 
is not a transshipping point for foreign traffic of continental origin or 
destination. 

New Orleans need not fear the seaway since a large part of New 
Orleans traffic feeds upon the tributary area in the Southern and 
Southwestern States which in now way would be affected by the seaway. 

































Government Barge Line Expects 
Substantial Operation Losses 


Estimates it will lose $1,500,000 in fiscal year 1946 and 
$1,000,000 in fiscal year 1947. Faces higher labor costs 
and needs modern equipment. Condition reviewed in 
supplemental Budget submitted to Congress by Presi- 
dent Truman. Secretary Wallace proposes sale to pri- 
vate interests 


In a supplementary budget covering all wholly owned 
government corporations, transmitted to Congress by President 
Truman under the government corporation control act of 1945, 
the services and financial condition of the Inland Waterways 
Corporation, the government barge line agency, are set forth. 
Estimated losses of $1,500,000 for the fiscal year 1946 and of 
$1,000,000 for the fiscal year 1947 are included in the financial 
statement. 

“Estimating the budgetary requirements of this corpora- 
tion for the fiscal year 1947 is particularly difficult due to the 




























aftermath-of-war adjustments,” said the corporation supple- f 
ment to the Budget. “The corporation is at present experienc- f 
ing drastic reductions in war-related tonnage, and it is not at} 


all certain how rapidly it can go about recovering the normal 
peacetime tonnage lost during the war period. This tonnage 
includes such items as sugar, iron and steel products, farm 
machinery, etc. These items were in short supply during the 
war period and the demand for them dictated the abandonment 
of water transportation in favor of faster though more ex- 
pensive transport media.” 


In the recent war period, the report says, there was “a 


profound alteration of several phases of the corporation’s op- 
erations.” 

“First,” it continued, “there was a material shift in traffic 
in merchandise tonnage to bulk tonnage. The result of this 
shift was a decrease in labor hours per ton of freight handled. 
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Second, the level of wages of employes increased by approxi- 
mately 35 per cent, while wages of some classes of employes 
increased by as much as 75 per cent. Thus, when the mer- 
chandise tonnage lost to the corporation during the war is again 
available, labor cost per hour will be considerably higher than 
before the war, and labor hours per ton of freight handled will 
be higher than during the war. Third, the corporation sold to 
the Reconstruction Finance Corporation much of its newer 
floating equipment, thus enabling the Reconstruction Finance 
Corporation to begin more quickly certain of its emergency 
wartime activities. This transaction had the effect of mate- 
rially increasing the average age of floating equipment units 
in operation. Fourth, the extreme urgency of concentrating a 
maximum effort on immediate problems resulted in a consider- 
able deferred maintenance for both terminal and floating equip- 
ment. The consequence of the latter was the appearance of 
numerous inefficiencies that will have to be weeded out as 
rapidly as possible. A final alteration brought about by the 
war was that the direction of flow of the bulk of the tonnage 


handled became more predominantly upstream and consequently 
more unbalanced.” 


Mississippi and Warrior Divisions 
Continuing, the statement said: 


On the Mississippi division, it is anticipated that operating revenues 
will decrease from an all-time high of more than $8,250,000 in 1945 to 
less than $7,000,000 in 1946. From this point it is estimated that reve- 
nues will increase to $7,700,000 in the fiscal year 1947. Operating costs, 
on the other hand, will decrease by only a little more than $100,000 
in 1946 from the 1945 level. Likewise, operating expenses will increase 
by only a little more than $100,000 during 1947. The explanation of 
this difference in behavior as between revenues and expenses is, first, 
that a large part of the cost of operation is relatively fixed in nature, 
and second, that a higher percentage of merchandise traffic will require 
a relatively larger expenditure of labor with an attendant increase in 
costs. As a result of these changes in revenues and expenses, the result 
of the Mississippi division operation will be a 1946 loss of $800,000, as 
compared with a $450,000 profit in 1945. In 1947 this loss will be re- 
duced to $112,000. If the development of normal peacetime traffic should 
proceed more rapidly than now contemplated, and if the introduction 
of new and improved techniques in cargo handling at terminals and in 
barges results in greater economies than can now be foreseen, this 
result might be materially improved. 


Warrior Division 


The water operation of the Warrior division of the corporation’s 
operation has always been an unprofitable one. On the basis of present 
estimates the years 1946 and 1947 will show somewhat greater losses 
than past years. It is anticipated that on this division revenues will 
not significantly change in 1946 and 1947 as compared with 1945. On 
the other hand, expenses will rise materially in 1946, due to the return 
of merchandise freight. The 1947 expenses will decline by a small 
amount. The result of this operation will be that this division will 
show a gross loss of $275,000 in 1947, with total revenues of $225,000. 

The unfavorable operating result depicted above will be somewhat 
mitigated by the fact of additional income in the year 1946, when it 
is anticipated that the corporation will receive a total of $250,000 from 
interest, dividends, and profit from security sales. In 1947, on ihe 
other hand, the latter two sources of additional income will yield no 
income to the corporation while income from the first source will be 
reduced from $72,000 to $20,000. 


The corporation said it planned to expend some $750,000 
for additional equipment in the fiscal year 1946 and in excess 
of $2,500,000 for new equipment in the fiscal year 1947. Con- 
tinuing the statement in the budget supplement said, in part: 

Operating Results 


During 4 of the first 6 years of its history, the operations of the 
corporation resulted in losses. Beginning with 1930, however, ine 
corporation achieved a net income each year through 1938, with the 
exception of 1934. Beginning in 1939 the operations of the corporation 
again went into the loss column and losses have been sustained con- 
tinuously since that time. For the year 1945, the loss amounted to 
$193,000, an amount roughly typical of losses for the 4 or 5 years 
previous to that year. During 1946, however, it is estimated that the 
corporation will lose $1,500,000. This year will represent the low 
point in the corporation’s net financial operation, a year in which war- 
induced freight will have almost completely disappeared and during 
which normal prewar freight will not yet have been shifted back to 
the barge line. The over-all result of operations during the fiscal year 
1947 will be a loss of $1,000,000. Substantial losses will possibly con- 
tinue each year until such time as the operating equipment of the 
corporation is substantially modernized. 

The corporation operates on 3,100 miles of inland rivers servicing 
20 terminals with 27 towboats and 272 barges. In the 21 years of its 
existence it has attracted a substantial amount of private capital io 
transportation operations on inland rivers. The difference between 
charges paid during this time on traffic routed via the corporation and 
all-rail charges amounts to approximately $42,000,000. From 1924 through 
1945, the corporation hauled 40,000,000 tons of freight. In addition one 
of the major accomplishments of the corporation over a period of years 
that is not reflected on financial statements is that the presence of the 
corporation on the inland rivers has served as a Stabilizer of rates in 
the Mississippi Valley. 

Accomplishments 


The statute creating the corporation requires that it continue op- 
eration until it shall have accomplished several specific things. 


Insofar . 
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as the lower Mississippi is ocnerned these accomplishments have by 
and large been achieved. With respect to the upper Mississippi River, 
including the Missouri and Illinois Rivers, it is anticipated that these 
accomplishments will have been generally advanced by the end of 
fiscal year 1947. However, on the entire Mississippi River system the 
history of the last few years has been that no private common carrier 
has developed a type of common carrier service similar to that devel- 
oped by this corporation. With respect to the Warrior River, it is 
quite doubtful that private enterprise can operate successfully on a 
common carrier basis until more tonnage has been attained and higher 
rates secured. 
Financial Condition 

Profits made by the Corporation between 1930 and 1938 enabled 
the Corporation to build up an earned surplus in excess of $2,500,000 
in 1938. Losses sustained since 1938 through 1945 reduced this surplus 
to slightly in excess of $100,000. Operating losses in 1946 and 1947 will 
turn this surplus of $100,000 into a deficit of almost $2,500,000. As a 


result, the financing of operations will necessitate some liquidation of 
government securities. 


In view of the fact that the principal assets of this Corporation are 
physical properties having a relatively long life, its real financial 
condition, as distinguished from its book condition, is determined 
through a comparison of'the appraised value of the assets with their 
value as shown by the books. The bulk of the assets of the corporation 
are currently depreciated on the basis of a 3344-year life as approved 
by the Interstate Commerce Commission. This 3 per cent rate has not 
been charged uniformly during the corporation’s existence, however, 
and as a result the corporation’s books do not show the full amount of 
depreciation that would have accrued at this rate. In addition there is 
a strong possibility that the proper service life of this type of equip- 
ment is not 33% years but rather 30 years or even 25 years. If this is 
the case, the amount of underdepreciation will be still greater, and 
as a result the corporation’s property will be still further overvalued. 


Government Securities 


As of June 30, 1945, the corporation had an investment in govern- 
ment securities amounting to $6,600,000. This investment represented 
primarily the investment of depreciation reserves although a part of it 
represented the investment of proceeds from the sale of equipment 
to the Reconstruction Finance Corporation. During 1946 and 1947, it is 
anticipated that this investment will be reduced by approximately 
$4,600,000. A part of this reduction will be used for operating expenses 
in view of the corporate deficit to be incurred in 1946 and 1947. Another 
part will be required for the purchase of additional equipment. 


The corporation since its creation in 1924 has been financed 
through the purchase of $12,000,000 of its stock by the Secre- 
tary of the Treasury as authorized by Congress. It also re- 
ceived the property of its predecessor, the Bureau of Inland 
and Coastwise Waterways Service of the War Department. 
The appraised value of this property is carried as “paid-in sur- 
plus in excess of $10,000,000.” 


President on Government Corporations 


“In the main, government corporations operate in the bor- 
derland area where the general welfare requires action but the 
risks of loss are too great or the prospective return too small 
to attract adequate private capital,’”’ said President Truman in 
his message transmitting the supplementary budget to Con- 
gress. “They supplement or assist private business rather than 
supplant it. Some corporations operate at a loss because of 
marginal operations designed to provide public services below 
cost, and this must be taken into account in interpreting their 
financial statements.” 

The President said he was requesting the director of the 
Bureau of the Budget to reexamine and redefine the role of 
government corporations. His objective, said he, was to move 
forward in developing a more consistent and integrated organ- 
izational pattern for the business-type activities of the federal 
government. 


Government May Sell Barge Line 


Secretary Wallace, of the Department of Commerce, under 
whose jurisdiction the government barge line is operated, has 
taken action looking to the offering for sale of the line, accord- 
ing to information obtained at the department May 6. It was 
stated the Secretary had asked the Bureau of the Budget to 
initiate action with respect to offering the line for sale. It has 
been suggested that the Secretary may ask Congress to amend 
the law applying to sale of the lines in order to expedite dis- 
posal of the line to private interests. 


WAREHOUSING IN WARTIME 
The second and third columns of Samuel G. Spears’ article, 


“In Days of Defense Warehouses Gird for War,” p. 1384, Traffic 
World, May 4, were inadvertently transposed. 


FREIGHT CLAIM SESSION POSTPONED 


Because of the coal strike and the resulting curtailment of 
passenger service, Lewis Pilcher, secretary of the Freight Claim 
Division, Association of American Railroads, has announced 
that the division’s annual session, previously called to be held 
at Chicago, May 21-23, is postponed until a later appropriate 
time, of which the membership will be duly advised. 
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U. S. Chamber Asks Members to 
Rule on Transport Policy 


National body, in annual meeting, submits to mem- 
ber bodies proposal to broaden national transport 
policy of the interstate commerce act so as to include 
principle of just compensation for carriers. Foreign 
trade, shipping and aviation discussed. Transport 
man named president 


By Shirley D. Mayers, Staff Correspondent at Atlantic City, N. J. 


The Chamber of Commerce of the United States, at its 34th 
annual meeting held in Atlantic City, N. J., the first annual 
meeting since 1943, submitted referendums to its member bodies 
on a proposal of its transportation committee to broaden the 
country’s national transportation policy as contained in the in- 
terstate commerce act, and on policies concerning international 
transport and foreign trade. 

As its president the national chamber elected William K. 
Jackson,. of Boston, Mass., vice president and general counsel 
of the United Fruit Co., and an active member of the chamber’s 
transportation and communication department committee. He 
succeeded Eric Johnston. 

Principal activities in connection with transportation were: 


Submittal to a referendum of member bodies throughout the coun- 
try of the question whether the national chamber should take the 
position that the national transportation policy as stated in the inter- 
state commerce act should be broadened to embody the principle that 
the Commission, in its administration of the act, should allow the 
carriers sufficient revenue to provide economical and efficient manage- 
ment for the public (see Traffic World, April 13, p. 1135). 

Submittal to referendum of a proposed international transport policy 
recognizing the service of that transportation as being economic and 
not political, and urging the ‘‘fullest adherence to the time honored 
principle of freedom of the seas and to the new principle, receiving 
acceptance by an increasing number of nations, or freedom of the air.’’ 

Submittal to referendum of a policy on foreign trade including 
foreign trade zones. 

Adoption of policies reiterating formerly proclaimed principles 
relating to the making of postal rates and interference with railroad 
management. 

Panel discussion of the national transportation policy. 

Discussion of foreign trade, shipping, and aviation. 


National Transport Policy Discussion 


Following in broad outlines the questions propounded in 
the questionnaire, issued by Chairman Lea, of the House Inter- 
state and Foreign Commerce Committee, in an effort to sound 
out opinion on postwar transport problems, the chamber’s trans- 
portation and communication department committee, under the 
leadership of its chairman, Powell C. Groner, of Kansas City, 
Mo., conducted a general luncheon and panel discussion. The 
panel members, who represented shippers and various trans- 
port agencies, were: 


Robert Lees, assistant to chairman, Trans World Airlines, formerly 
Transcontinental & Western Air, Inc., Washington, D. C.; Ralph R. 
Luddecke, traffic manager, Standards Brands, New York, N. Y.; Carlton 
Meyer, assistant to the president, New York Central System, New York; 
Lewis Parmalee, executive vice president, Atlantic, Gulf and West 
Indies Steamship Lines, New York; Jack Garrett Scott, general counsel, 
National Association of Motor Bus Operators, Washington; D. L. Suther- 
land, president, Middle Atlantic Transportation Co., Inc., New Britain, 
Conn.; Chester C. Thompson, president, American Waterway Operators, 
Inc., Washington. 


Principal speaker preceding the panel discussion was Rep- 
resentative Oren Harris, of Arkansas, a member of the House 
Interstate and Foreign Commerce Committee, who said that, 
if Congress could not devise a formula that would permit pri- 
vately financed transportation to serve the people and make a 
reasonable profit for investors, in competition with government- 
aided transport, the country must face a most unpleasant al- 
ternative—the nationalization of transportation with the na- 
tionalization of other industries “to follow as surely as night 
follows day.” He added: 


There was a time when the notion was prevalent that a few rich 
railroad tycoons were the only sufferers from the competition of gov- 
ernment capital. Whatever may have been the sins of the plunderers 
of the railroads in the past we today are not punishing the old sinners 
by policies that take away profits from private investors. The real 
owners of transportation today are life insurance policy holders, savings 
bank depositors, beneficiaries of trust funds, educational and charita- 
ble foundations, colleges and hospitals and hundreds of thousands of 
relatively small investors. 

The heads that roll into the basket when the dread blade of bank- 
ruptcy falls are not those of brass hatted tycoons but are the heads 
of our friends and neighbors who are the real owners of transportation 
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or are the beneficiaries of foundations, colleges and hospitals that own 
transportation securities. 


Congressman Harris said he favored all necessary govern- 
ment aid to airlines, highways, and waterways but believed 
that “when an infant industry grows into manhood, it should 
be weaned.” He averred that, in supplying subsidy to promote 
an essential public service in its infancy we should hasten the 
day when we can “pluck away the government nipple” and 
“bid the growing industry to sharpen its teeth on the hard food 
of competition” available in the capital markets. 

“Private capital should replace government capital at the 
earliest possible moment,” continued Mr. Harris. ‘That is the 
American way.” 










Danger of Nationalization 

A political party that nationalized transportation would 
contain enough government payroll voters to swing an election, 
said Mr. Harris, adding that such nationalization could come 
not only from political pressure but from necessity enforced by 
wide-spread bankruptcies. He said the greatest threat of social- 
ism in this country today lay in transportation and that what 
happened to it in the next half decade would determine the 
fate of private enterprise. 

With regard to the national transportation policy, the first 
panel question was: “In what instances has the Commission 
failed to carry out the principle of fair return to transportation 
carriers set forth in section 15a of the interstate commerce 
act?” Mr. Meyer, of the New York Central, said that in the 
1920’s the Commission showed an inclination to whittle away 
substantial carrier revenues by rate reductions and that in 
World War II increases were granted but that many benefits 
were largely removed at the instance of the Office of Price 
Administration. Mr. Parmalee, of Agwilines, said he didn't 
know what the Commission would do for the coastal shippers 
but that he hoped to be “pleasantly surprised soon.” 

Mr. Luddecke, of Standard Brands, mentioned the land- 
grant rate troubles and actions of the O. P. A., Department of 
Agriculture, and Department of Justice in response to a request 
for illustrations of actions of government agencies, other than 
the Commission, that had indicated lack of due regard for the 
fair return principle. In the discussion it was brought out that 
one of the chamber committee’s main objectives in asking for 
clarification of the national transport policy was to provide for 
recognition of the fair return principle not only by the Com- 
mission but by other government agencies and for a coordinated 
government policy in that respect. Mr. Scott, of the motor bus 
association, mentioned a War Labor Board rule that the ability 
of a carrier to pay a wage increase was not to be considered 
in a wage adjustment matter and averred that some carriers, 
as a result, had to cease operations. Mr. Meyer cited confusion 
resulting from the fact that railway labor act emergency boards 
could authorize wage increases but had no power to grant rate 
increases, a function reserved for the Commission. 

“Why should agencies like the O. P. A. and the Depart- 
ment of Agriculture go before the Interstate Commerce Com- 
mission to take up the cudgels in behalf of the public interest?” 
questioned Mr. Meyer. 

He said the railroads thought this unsound and averred 
that shippers had had authority since 1887 to represent them- 
selves before the Commission without the weight of other gov- 
ernment agencies being thrown before that body. 


Fair Return Principle 


In a discussion of why the chamber’s transportation com- 
mittee attached so much importance to having the fair-return 
principle specifically included in the national transportation 
policy statement when it appeared to be clearly set forth in 
section 15a of the body of the act, Chairman Groner declared 
that, while section 15a was broad in scope and was a mandate 
to the Commission, yet by not being specifically embodied in 
the transport policy it was not recognized and given controlling 
interest by other government agencies. Its inclusion in the 
policy, he continued, would force these agencies to recognize it. 

Termination of separate regulation and the merger of all 
regulation of transportation under one body would come about 
as an evolution and as a result of informed public thinking, 
said Mr. Scott, adding that the Lea committee’s efforts in Con- 
gress to educate the public on this subject would have con- 
structive results. 

A disagreement over the present state of maturity of the 
air transport industry arose between Mr. Meyer, of the New 
York Central, and the former Representative from Georgia, 
Robert Ramspeck, now executive vice-president of the Air 
Transport Association of America, Inc. Mr. Meyer asserted 
that air transport had emerged from infancy and was a big 
business. Mr. Ramspeck insisted that the present 23 scheduled 
commercial airlines, operating about 500 planes, enjoyed a 
traffic volume that was only infinitesimal in comparison with 
the rail volume. 

Mr. Luddecke said shippers considered the Commission as 
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representing a congressional function and believed all regula- 
tory bodies should report to Congress. This seemed to be the 
general opinion in answer to a question on that subject. 


Describes I. C. C. as “Hydra-headed” 


In a discussion of how the Commission could further sep- 
arate its judicial and administrative functions and take other 
steps to expedite its decisions, Mr. Sutherland said the statute 
creating that body required it to be “hydra-headed” in that it 
was quasi-judicial, administrative, and to a greater or lesser 
extent also self-governing. Under the Commission’s complex 
procedure, he said, Commissioners at times had been unable to 
attend important hearings or give proper thought to important 
decisions because in their terms as chairman they had been 
swamped with internal details regarding personnel and other 
administrative matters. This, he said, often postponed consid- 
eration of important judicial matters. The decision in the class- 
rate proceeding, No. 28300, he said, was based on evidence four 
to six years old. He urged delegation of administrative matters 
to competent employes who would be charged with their ad- 
ministration. 

Mr. Scott suggested that locomotive inspection and safety, 
for example, could be delegated to administrators, adding that 
since passage of the motor carrier act of 1935 the number of 
hearings in Commission cases ‘jumped from hundreds to thou- 
sands.” He averred that the Commission could require its ex- 
aminers to make decisions from the bench in a large proportion 
of cases, particularly the motor-carrier cases. 

There were no protests from shippers with respect to the 
present procedure of setting up rates, said Mr. Luddecke, com- 
menting on exemption of transportation companies from the 
antitrust laws. Mr. Scott favored the rate-conference pro- 
cedure and, referring to contentions of opponents of the Bul- 
winkle bill, averred that that legislation would not grant blanket 
exemption for all joint rate agreements but would provide a 
restricted exemption subject to Commission scrutiny. The 
Bulwinkle bill would prevent the carriers from destroying them- 
selves, said A. D. T. Moore, of New Orleans, La., in a floor 
discussion. 

Another angle on exemption was brought out by Mr. Lees, 
of T.W.A., who said that, without exemption from the anti- 
trust laws, airlines would not even be able to get together to 
exchange information on safety which, incidentally, he said, was 
a factor in the cost of doing business. An accident on one line 
affected all airlines, he said. 

Responding to the question, “How can a regulatory body 
determine whether rates are “below cost?” Mr. Sutherland 
asserted that whenever a regulatory agency allowed a below- 
cost rate to go in effect, it implied that some other rate was 
subsidizing the below-cost business. This could be a yielding 
to pressure groups, he said. Mr. Thompson, of the waterway 
association, said the Commission was unable to determine just 
which rates were below cost and that if one form of transport 
were permitted to install below-cost rates to meet competition, 
all other agencies were damaged. Mr. Meyer said the “depart- 
ment store type of carrier,” for example, the railroads, would 
be at the mercy of specialized carriers if a rigid margin of 
profit were specified in all instances. In a floor discussion, 
Charles S. Belsterling, New York, a national counselor of the 
chamber of commerce, said a fixed cost-of-service basis would 
wreck railroad transportation. 

The next question was: ‘What is delaying reestablishment 
of coastwise and intercoastal shipping services?” Mr. Parma- 
lee said there had been no coastwise service since 1942; that 
water rates remained static because of the rail-rate ceiling, 
and that the rail request for a 25 per cent increase was a step 
in the right direction, but not a cure-all. 

Rail consolidations as a panel topic drew from Mr. Meyer 
the comment that the importance of the subject had become 
exaggerated in popular discussions. It was true, he said, that 
there were 130 Class I roads but added that 20 large systems 
handled 80 per cent of the business. He said the Commission 
had opposed “grandiose consolidation plans.” Mr. Luddecke 
reported that the test of the necessity of consolidation, from the 
shippers’ point of view, was whether the consolidation in ques- 
tion would improve shipper service. 


States Chamber Policy 


Mr. Groner said the chamber advocated natural integration 
of transport units that fitted into a particular type of transpor- 
tation, and that its position was that operators of one form of 
transport service should be permitted by law to operate other 


forms within reasonable territorial limits on making an ade-. 


quate showing to the appropriate regulatory authorities that it 
would be in the public interest and would not unduly restrain 
competition. 

Mr. Ramspeck asked if it was not the strength acquired 
through competition among transport agencies that precluded 
the necessity in World War II for government to take over the 
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railroads. Mr. Moore, of New Orleans, averred that the rail- 
roads learned to live in harmony through observation of the 
car service rules. 

Further questions related to taxation and federal aid, state 
barriers, and transport cooperation. Mr. Groner, in closing the 
panel, said he thought local chambers of commerce made a 
mistake in not setting up committees to handle over-all trans- 
portation activities. He said that way was more effective than 
having separate committees to deal with each type of transport. 


Foreign Trade and Shipping 


_ Joseph W. Evans, of Houston, Tex., chairman of the for- 
eign commerce department committee and vice president of the 
national chamber, presided at a luncheon meeting on foreign 
trade and shipping in which were heard addresses by George 
E. Quisenberry, New York, vice president of the Business Pub- 
lishers International Corporation; Wilbert Ward, vice president 
of the National City Bank of New York; and Almon E. Roth, 
Washington, president of the National Federation of American 
Shipping. 

The world will have available all the shipping facilities to 
handle the world’s cargo business, despite serious war losses 
of ships, said Mr. Roth. Speaking on “The World Outlook for 
Shipping Services,” he said that termination on March 2 of the 
World Shipping Pool does not mean that normal shipping op- 
erations have yet been resumed on any large scale, because 
many ships are still engaged in war tasks and relief and re- 
habilitation work, and many passenger vessels will require 
many months for reconditioning. 


Available World Tonnage 


Roughly 69,000,000 tons of shipping soon will be available 
to handle the world’s commerce. as compared with a total of 
60.600,000 tons in 1939, or a gain of roughly 14 per cent, he 
said. About 8,000,000 of this tonnage is still being operated by 
the armed services, and there is a serious question as to what 
portion of military tonnage can be converted profitable for com- 
mercial use and when it will become available. Continuing, he 
said: 


The Axis powers sank a total of 4,773 Allied ships during the war; 
1,603 more merchant ships were lost through storms, collisions and 
fires, making the total loss greater than 24,000,000 tons of Allied ships. 
Germany, Italy and Japan lost roughly 9,500,000 tons of shipping. 
Total depletions of the world fleet during the war, therefore, amounted 
to approximately 33,500,000 tons. 


Mr. Roth said that previous estimates of prospective world 
trade were being scaled down, and that some authorities now 
question whether the 1946 volume of world trade will equal 
that of 1939. 

Plans of Maritime Nations 


As a result of war experiences, the nations of the world 
have become extremely merchant marine-minded, he said. 
Among the nations which are planning to increase over pre- 
war figures are Norway, Sweden, Chile, Colombia, Mexico, Po- 
land, India, Russia, Ireland, and Switzerland. Many new ships 
are being built in European shipyards, he said, adding: 


The increased total world tonnage from new construction in the 
next five years will more than offset retirement of obsolete vessels 
and the pickup in world trade. The shipyards of Holland, Sweden and 
Britain are working at full capacity. Construction in British ship- 
yards for this year will amount to 1,500,000 gross tons as compared 
with 1,336,000 in American shipyards. In addition, France, Denmark 
and Russia are all planning for expansion of their shipbuilding facilities. 


Policy on Ship Sales 


Commenting on the recent ship sales bill passed by Con- 
gress, Mr. Roth said it is unlikely that any great number of 
our surplus vessels will be sold to foreign citizens because we 
do not have available the type of vessels which they want, our 
war-built vessels being too large, too slow, expensive to oper- 
ate, and drawing too much water. Foreign countries prefer to 
build suitable and adaptable vessels in their own yards rather 
than purchase American war-built ships at much lower cost 
per ton, he stated, predicting that notwithstanding the lack of 
suitability of much of our war-built tonnage, it would be used 
until more desirable vessels become available, after which the 
bulk of such tonnage would be relegated to sanctuaries to be 
held in reserve for defense purposes. 


Passenger Services 


The situation as to the quantity of post-war American pas- 
senger facilities is “somewhat spotty and uncertain,” with a 
slight gain in the amount of total facilities available for passen- 
ger service in the next three years compared to 1939, Mr. Roth 
stated. If the Maritime Commission carries out its plan to 
build ten high-speed passenger ships within the next few years, 
we shall have the equivalent of our pre-war passenger facilities 
in the North Atlantic and the Pacific, with an increase in the 
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Mediterranean, the Caribbean and the east coast of South 
America, he said. 


Before Pearl Harbor the United States operated 92 passenger and 
passenger-cargo vessels in foreign trade with 22,887 passenger accom- 
modations. In the domestic and insular trades it operated 46 passenger 
and passenger-cargo combination vessels with 15,399 accommodations. 
During the war 52 or more than one-third of these vessels with 10,377 
accommodations for passengers were lost by enemy action and other 
causes. 


To the question, When can one’book passage on an Ameri- 
can vessel, Mr. Roth said that American operators cannot ac- 
commodate all who desire to travel now, nor can they assure one 
of a passport or accommodations at the end of the voyage, but 
that better passenger vessels could be definitely promised 
within the next year. 

The U. S. Department of Commerce has estimated foreign 
travel in the early 1950’s will amount to $1,250,000,000 a year, 
whereas in the peak travel year of 1929, United States citizens 
spent $681,400,000 in foreign travel, he said. 

The latest and most improved technological advances will 
be embodied in American ships, and practically all passenger 
accommodations in the warmer trade routes will be air-condi- 
tioned, he said. Intra-ship telephones will be featured, more 
glass, plastics and lightweight metals will increase the light 


and air space, and private showers will be available in most 
cabins. 


Outlook for Shipping Services 


“The present outlook for adequate coastwise shipping serv- 
ices is not promising, to say the least,” said Mr. Roth. “The out- 
look for profitable operations in the inter-coastal trade is still 
uncertain, due not so much to lack of suitable tonnage as to 
— cost of operation and noncompensatory rate struc- 
ures.” 

Arbitrarily imposed restrictions on labor productivity in 
handling cargo have more than neutralized technological ad- 
vances, so that costs of handling cargoes in some instances 
amount to 50 per cent of the total cost of moving the cargo 
from port to port, he stated. 

In the overseas long haul trades, shippers can look for a 
vastly improved freight service, due principally to increased 
speed of our newer vessels, the speaker said, citing as exam- 
ples a reduction of four days in the steaming time from New 
York to Capetown, and a cut from 20 to 14% days on a run 
—— York to Los Angeles via Havana, Cuba, and the 

‘anal. 


Air Competition 


While it is impossible to predict how much freight even- 
tually will be diverted from surface carriers to airplanes, said 
Mr. Roth, “unfortunately, for the steamship companies, the 
diversion of freight will include the high rate commodities. The 
loss of revenue, therefore, will be out of all proportion to the 
percentage of tonnage carried.” 

There is no question, however, as to the serious penetra- 
tion of the airplane into the passenger-carrying field, he added. 
“Competent observers predict that 50 per cent of the first-class 
passengers will be diverted from ships to planes.” 

The surface carriers propose to meet this challenge of 
aviation by using the airplane as an instrument of transporta- 
tion, and eight American passenger lines have applied to the 
Civil Aeronautics Board for authority to operate airplanes over 
their established routes in conjunction with their surface op- 
erations, he said, adding: 


None of these applications have yet been granted, and indications 
are that they wlil not be granted by the C. A. B. unless Congress 
adopts legislation which clarifies the right of American steamship lines 
to use the airplane. 


He said that the country was “witnessing an amazing 
spectacle. While American steamship lines, which have spent 
millions of dollars in developing passenger travel, are being 
denied the right to use the airplane by our C. A. B., scores of 
foreign airlines are about to be licensed by the C. A. B.” 

Public interest and the development of American aviation 
require that surface carriers be given every opportunity to 
service their established trades with combined sea-air opera- 
tions, concluded Mr. Roth. 

__Mr. Quisenberry, speaking on “World Trade, Unlimited,” 
said it was easy to point out the repercussions that an expand- 
ing world economy would have on trade. 

The potentials of unlimited trade could best be described 
by talking about rubber, said Mr. Quisenberry, adding that in 
rubber and rubber’s future, there seemed to be wrapped up all 
the problems of an expanding world economy. He asked why, 
in order to cure rubber’s threatened ills, it should not be pro- 
posed that we double, or greatly increase, the world operation 
of motor vehicles—passenger cars, motor trucks, and motor 
busses. A sound 10-year goal, he suggested, should be a world 


TRAFFIC WORLD 


saint vehicle population of at least 75,000,000 cars, trucks and 
usses. 

Mr. Quisenberry cited, as a testament of what was hap- 
pening throughout the world, the great inter-American high- 
way from the Texas border through Mexico and Central Amer- 
ica to the Panama Canal, now, he said, in the final construction 
stages, with 90 per cent of its entire 3,200 miles already opened 
for traffic and the remaining 10 per cent likely to be ready in 
three years. A decade ago, he said that highway was little 
more than a dream, but now it appeared as an early reality, 
with vast touring and development potentials. 


“Challenge of Aviation” 


At another luncheon meeting on the subject of ‘“‘The Chal- 
lenge of Aviation,” William A. Patterson, of Chicago, president 
of United Air Lines, Inc., presiding, introduced as speakers, 
Administrator T. P. Wright, of the Civil Aeronautics Adminis- 
tration, Washington; Robert Ramspeck, executive vice president 
of the Air Transport Association of America, Inc., Washington; 
Joseph Garside, president of E. W. Wiggins Airways, Inc., 
— Mass., and William B. Stout, of Consolidated-Vultee, 

etroit. 

Mr. Ramspeck said the network of air routes available for 
passenger, mail and cargo service reached the all-time high of 
some 67,000 miles at the end of 1945 and that applications 
pending before the C. A. B. would increase this mileage to sev- 
eral hundred thousands of miles. He said that carrying on traf- 
fic over these air routes would bring employment to thousands 
of people and that by the end of 1947 the domestic airlines 
expected to have almost 1,500 planes in operation. Airline per- 
sonnel at the close of last year had jumped to 55,000, he said, 
adding that four years ago personnel numbered around 26,000. 
Practically all the hiring of the last few months had been of 
veterans, he said. 


Early Action Urged 


“While we may well look forward with confidence to a 
continued development of an industry, which in a few years 
became so essential to national security, we must all work 
closely with each other, including government, to insure that 
the United States will lead the world in air commerce of the 
future,” said Mr. Ramspeck. “There is no time to lose, for 
that nation which acts first will be the one to receive the 
greatest economic advantages from air commerce.” 

The speed with which thousands of troops were transported 
over thousands of miles with relatively little mishap, probably 
with less danger than any other means of transport in war- 
time, said Mr. Ramspeck, insured that the bulk of civilian 
travel between nations all over the civilized globe would be by 
air in the near future. 

“By this, of course,” he said, “I am not contending that 
air commerce will replace entirely shipment of commodities in 
international traffic on the surface of the seas. There can be 
no doubt, however, that the nation which develops its air com- 
merce to the fullest extent possible will dominate international 
commerce and trade. We know that the airplane will be a 
most important factor in the shipment of commodities, even 
heavy commodities, from one nation to another.” 

Proposals for more than 675,000 miles. of international air 
routes were pending with the C. A. B. two months ago, he said, 
adding that in 1945 our airlines on their foreign routes carried 
some 780,000 passengers more than 522,000,000 passenger miles. 
This, he said, was a remarkable growth over the 118,000,000 
passenger miles flown by 225,000 passengers in 1940, and was 
in addition to almost 5,000,000 ton-miles of mail, and 9,250,000 
ton-miles of express and freight flown in 1945. It was in the 
international field, he said, where we might expect to see the 
greatest strides of aviation growth. 

If we were to have volume international air travel, said 
Mr. Ramspeck, we must make it easy for people to travel. The 
advantage of a 15-hour flight across the Atlantic, he said, could 
be largely nullified if a traveler must cool his heels a week or 
so while awaiting the receipt of a passport, and after the com- 
pletion of his flight spend another day or so being cleared for 
entrance into a country. 


Mentioning the “Air Coordinating Committee’s Standing 
Subcommittee on the Facilitation of Civil Aviation,’ which, he 
said, was too long a name, Mr. Ramspeck said this group rep- 
resented nine government agencies and departments striving to 
facilitate the removal of impediments to air traffic, had a great 
deal of enthusiasm and should be encouraged in its work at 
all costs. 

“It is this teamwork of progressive thinking in government 
and industry which will further our constructive goals in inter- 
national air travel, and is an example of how private initiative 
can be made a vital force in world affairs,’ he said. 


Air Mail Growth Cited 


For the promotion of air mail, said Mr. Ramspeck, new 
feeder lines must be established and every U. S. county would 
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require one or more airports. In the last year, he said, some 
65,000,000 ton-miles of mail were flown by domestic airlines, 
as compared with 51,000,000 ton-miles in 1944 and around 
7,500,000 ton-miles in 1938, the year of the enactment of the 
civil aeronautics act. He continued: 


Domestic cargo-carrying planes of perishable and non-perishable 
commodities are following the same airlanes to their destinations. 
Commercial and industrial use of our civil aviation facilities, which 
was growing by leaps and bounds before the war, reached peak loads 
in 1945. Some 22,500,000 ton miles of express and cargo were flown 
by the domestic air carriers. This was an increase of more than 32 per 
cent over the 17,000,000 ton-miles flown the year before, and more 
than ten times greater than the 2,100,000 ton-miles reported by the 
domestic airlines in 1938. 

With well over 500 airplanes in operation on April 1, the domestic 
air carriers have experienced sharp increases in passenger traffic. 
More than 7,500,000 passengers traveled via the domestic airlines last 
year. Passenger miles flown exceeded 3,500,000,000, and were more 
than 54 per cent above the 2,260,000,000 passenger miles flown in 1944. 
In 1938, the figure was around 475,000,000 passenger miles. 


Mr. Ramspeck said he was interested particularly in the 
human values of transportation by air. Farmers, he said, would 
have new markets for perishable products by overnight trips; 
diplomats would achieve face-to-face diplomacy that would re- 
place futile note-writing; business men would do more business 
and spend more time at home with their families; people of 
the 48 states would get better acquainted; a man with two 
weeks to spend could go anywhere in the United States on a 
vacation; and people of all countries would have the opportunity 
of acquaintance with their neighbors and their neighbors’ cul- 
tural achievements. 

Administrator Wright said the latest count by the C. A. A. 
showed only 4,000 airports, ‘‘good, bad, or indifferent, civil or 
military,” for the nation’s more than 16,000 communities. This, 
he said, compared with about 2,400 ten years ago, an airport 
increase of only 70 per cent in a period when aviation activity 
generally had multiplied perhaps 1,000 per cent. 

“To visualize in more familiar terms the inadequacy of 
our airports,” he said, ‘“‘just suppose that only one-fourth of 
the cities and towns of this nation had paved streets, and that 
among these streets many were paved with cobblestones and 
wide enough only for two-way traffic without parking. 

The national airport bill, he said, represented the nation’s 
first planned effort to develop a civil airport system worthy of 
the name. He said it would give effect to the national airport 
plan that the C. A. A. submitted to Congress in November, 
1944, and followed, in a general way, the procedures worked 
out in 30 years of federal aid to highway building. 


“Over Regulation” of Airlines 


“Under this bill,” said Mr. Wright, “we hope to correct 
the gross maldistribution of airports which exists in the United 
States today. When we drew up our national airport plan, 1,441 
counties, or 47 per cent of all counties in the United States, 
were without airports.” 

The most urgent need, he said, was for small airports to 
serve the swelling ranks of private flyers and local commercial 
air services. He said the new act authorized appropriations to 
the C. A. A. of $500,000,000 as the federal share of airport con- 
struction over the next seven years, with a maximum appropria- 
tion of $100,000,000 in any one year. He said his agency’s na- 
tional airport goal of 6,300 airports was by no means a maxi- 
mum and that these represented only the number of fields in 
which there was sufficient national interest to justify federal 
expenditure at this time. 

Mr. Garside, speaking on “Local Commercial Aviation,” 
urged caution in the enactment of state regulatory legislation 
that duplicated already existing federal regulation. 

“There is an alarming tendency all over the country to 
over-regulate aviation when few realize that it is already one 
of the most highly regulated industries in the country at the 
federal level,” continued Mr. Garside. “Airplanes can cross 
state boundaries in some cases in a fraction of an hour and we 
should do well to consider the advisability of confining eco- 
nomic and safety regulation to the jurisdiction of the Federal 
Government.” 

Mr. Stout, an aviation engineer, discussed technical im- 
provements to be expected. He said the helicopter was “yeast 
but not bread.” It was a marvelous development, he said, but by 
no means the finished product of its type. 


CHICAGO TRUCK MECHANICS GET RAISE 

A new union agreement calling for hourly wage increases 
of 15 cents, retroactive to April 1, has been signed by the AFL 
Auto Mechanics Union, Local 701, and approximately 400 Chi- 
cago motor truck operators represented by the Cartage Ex- 
change of Exchange, Central Motor Freight Association, and 
the Illinois Motor Truck Operators Association. About 2,000 
employes are involved. The contract may be reopened for 
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negotiations on wages only, if the union can show that wages 
have advanced in the Chicago area between now and March 1, 
1947. Other provisions remain the same as in the old contract. 
Barney Cushman, president of Cushman Motor Delivery Co., 
is chairman of the employers’ labor negotiations committee. 
Don Burroughs is business manager of Local 701. 





Rail Management-Labor Conference 
Proposed by Sen. Wheeler 


Senator Wheeler, of Montana, chairman of the Senate inter- 
state commerce committee, after a visit with President Tru- 
man at the White House, said he had suggested that the 
President call a conference of railroad executives and rail 
labor union leaders with a view to bringing about action to 
forestall a tieup of transportation by a strike of trainmen and 
engineers scheduled for May 18. 

He said he had told the President that the present system 
of mediation of rail labor disputes would be rendered useless 
if the strike actually occurred. Senator Wheeler stated that 
the President did not indicate whether he would act on the 
suggestion for a rail labor-management conference. The sen- 
ator indicated that he believed the railroad brotherhoods were 
entitled to a wage increase of 18% cents an hour, since such 
increases had been granted to workers in other industries. 


Firemen, Conductors, Switchmen 
Ask $1.20 a Day More 


Three railroad operating brotherhoods served formal notices 
the week of May 6 on the nation’s railroads for further wage 
raises of approximately $1.20 a day, above the 16-cent-an-hour 
wage increase awarded April 3 by an arbitration board. The 
three unions are the Brotherhood of Locomotive Firemen and 
Enginemen, the Order of Railway Conductors, and the Switch- 
men’s Union of North America. 

President D. B. Robertson of the Firemen and Enginemen, 
speaking for the three organizations, contended that the award 
of $1.28 a day by the arbitration board is “wholly inadequate 
and provides no adjustment whatever for gross inequities.” 


Decision to launch the newemovement was taken by a joint 
committee of general chairmen of the organizations at a recent 
meeting in Cleveland. All three organizations stated that the 
new wage drive “will not be permitted to delay negotiations on 
rules changes.” On July 24, 1945, the three unions had served 
demands for about 45 rules changes on the carriers, but had 
agreed to defer pressing the rules program in order to speed up 
disposition of the unions’ demand for wage increases. The new 
wage movement, union officials said, is “merely a continuation 
of the original drive for a raise of $2.50 a day.” 


Under the new notices served on the railroads, a straight 
increase of $1.20 in basic daily rates is asked for yard and 
hostling service. In the case of road service employes the 
unions are requesting a 40-cent increase in basic daily rates, 
plus daily minimum earning guarantees of another 80 cents 
above the proposed new daily basic rates. The notices ask each 
carrier to participate in the creation of a national conference 
committee to conduct negotiatoins on a nationwide basis with a 
similar committee of the employes. 

Spokesmen for the carriers had no comment to make on 
the new demands. 


Rail Women Employment 


Class I steam railways, exclusive of switching and terminal 
companies, reported a total of 98,184 female employes as of 
the middle of January, representing 7.05 per cent of the total 
employes of all reporting divisions—1,393,477. These figures 
were set forth in the thirteenth issue of a statistical series 
published at three-month intervals by the Commission’s Bureau 
of Transport Economics and Statistics, statement No. 463. 
Female employment represented 8.90 per cent of the 1,102,886 
employes in the reporting divisions in which females were in- 
cluded. The statement showed female employment was dis- 
tributed as follows: a 

Executives, officials, and staff assistants, .13 per cent of 
the total, 15,133, or 19; professional, clerical, and general, 
31.29 per cent of the total, 227,421, or 71,171; maintenance of 
way and structures, .33 per cent of the total, 225,254, or 733; 
maintenance of equipment and stores, 3.91 per cent of the 
total, 375,473, or 14,674; transportation (other than train, en- 
gine, and yard), 6.81 per cent of the total, 168,011, or 11,441; 
transportation (yardmasters, switchtenders, and hostlers), 1.03 
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per cent of the total, 3,092, or 32; and transportation (train 
and engine), .13 per cent of the total, 88,502, or 114. 

Among the classifications, aside from executive, profes- 
sional, clerical, and general, in which women were employed, 
were: Gang foremen and gang leaders (skilled labor), 8; gang 
foremen (shops, enginehouses, and power plants), 107; gang 
foremen (stores and ice, reclamation, and timber-treating 
plants), 23; blacksmiths, 1; boilermakers, 1; machinists, 45; 
stationary firemen, oilers, coal passers, and water tenders, 2; 
gang foremen (freight station, warehouse, grain elevator, and 
dock labor), 8; truckers (stations, warehouses, and platforms), 
883; laborers (coal and ore docks and grain elevators), 1; and 
bridge operators and helpers, 6. 

A comperative summary for January, 1946, as compared 
with January, 1945, showed a total of 114,199 female employes 
in January, 1945, as compared with 98,184 in January, 1946. 
The comparisons by divisions for 1945 and 1946, respectively, 
were: Executives, officials, and staff assistants, 17 and 19; pro- 
fessional, clerical, and general, 78,665 and 71,171; maintenance 
of way and structures, 1,589 and 733; maintenance of equip- 
ment and stores, 20,716 and 14,674; transportation (other than 
train, engine and yard), 12,902 and 11,441; transportation 
(yardmasters, switchtenders, and hostlers), 40 and 32; and 
transportation (train and engine), 270 and 114. 


Emergency Board Appointed 
in Air Pilot Strike Threat 


President Truman has created an emergency board, by an 
executive order dated May 7, to investigate and report on 
disputes between thirteen airlines and employes represented 
by the Air Line Pilots Association. The action was taken under 
section 10 of the railway labor act, to which the carriers and 
employes are subject, after the pilots’ association had called 
a strike on the Transcontinental & Western Air, Inc., beginning 
at 11:59 p. m., May 7. Creation of the board operated to defer 
the strike. The board’s jurisdiction was extended to the other 
twelve lines because disputes existed as to them and their 
employes, it was stated at the National Mediation Board. The 
lines named in the President’s order are: Transcontinental & 
Western Air, Inc., American Air Lines, Inc., American Overseas 
Airlines, Inc., Braniff Airways, Inc., Chicago and Southern Air 
Lines, Inc., Delta Air Corporation, Eastern Air Lines, Inc., 
National Airlines, Inc., Northeast Air Lines, Inc., Pennsylvania- 
Central Airlines Corporation, United Airlines, Inc., Western 
Air Lines, Inc., and Northwest Air Lines, Inc. 

Appointment of the emergency board averted a strike of 
approximately 1,000 T. W. A. pilots; which would have halted 
air traffic on the airline’s 28,270 miles of domestic and foreign 
routes. The Air Line Pilots’ Association, representing the pilots, 
is demanding wage increases and shorter hours. 

Domestic pilots now receive a maximum of $10,200 an- 
nually, and overseas pilots, a maximum of $13,200. The union 
seeks to raise the maximum to $16,000 for the pilots of four- 
engined planes, which T. W. A. now uses on both foreign and 
domestic routes. A 25 per cent cut in hours is also sought by 
the union. Pilots now work a maximum of 85 hours monthly 
on foreign routes and 100 hours monthly on domestic routes. 


PUBLIC MERCHANDISE WAREHOUSING FIGURES 


The percentage of space occupancy in public merchandise 
warehousing for March, 1946, as reported by 618 firms, was 
87.7 per cent as compared with 88.4 per cent for February, 
1946, according to J. C. Capt, director of the census. 

The 618 warehousing firms cooperating reported 1876 mer- 
chandise warehouse buildings operated during the month, with 
a total of 48,594,812 square feet of occupiable space intended 
for public warehousing of general merchandise, of which 32,628,- 
868 square feet were reported as occupied, according to Mr. Capt. 


FORWARDER REVENUES 


Freight forwarders having gross revenues of $100,000 or 
more a year had transportation revenue of $39,981,759 in the 
third quarter of 1945; compared with $44,023,380 in the same 
1944 quarter, according to a compilation of the Commission’s 
Bureau of Transport Economics and Statistcis of revenues, ex- 
penses and statistics of freight forwarders, statement Q-950. 

The compilatoin showed total transportation purchased as 
$31,203,240, and total operating revenues of the forwarders as 
$8,925,692. Total operating expenses were $9,109,315 and reve- 
nue from forwarder operations showed a deficit of $183,623. 
Net income after fixed charges and provision for $44,152 for 
income taxes, showed a deficit of $156,274. 

In the third quarter of 1945 freight forwarders received 
3,131,137 tons of freight, and 12,323,825 shipments from ship- 
pers. 








Revenue Freight Loading Up 
Week Ended May 4 


totaled 671,311 cars, according to the Association of American 
Railroads. This was a decrease below the corresponding week 
of 1945 of 194,723 cars, or 22.5 per cent, and a decrease below 
the same week in 1944 of 164,227 cars or 19.7 per cent. 


creased 11,359 cars or 1.7 per cent above the preceding week. 
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Loading of revenue freight the week ended May 4, 1946, 








Loading of revenue freight the week ended May 4, in- 






Miscellaneous freight loading totaled 376,150 cars, an 
increase of 1,665 cars above the preceding week, and a decrease 
of 31,500 cars below the corresponding week in 1945. 

Loading of merchandise less than carload lot freight totaled 
129,969 cars, an increase of 671 cars above the preceding week, 
and an increase of 17,047 cars above the corresponding week 
in 1945. 

Coal loading amounted to 32,606 cars, an increase of 1,439 
cars above the preceding week, but a decrease of 110,835 cars 
below the corresponding week in 1945, due to coal strike. 

Grain and grain products loading totaled 35,428 cars, an 
increase of 2,325 cars above the preceding week and a decrease 
of 16,931 cars below the corresponding week in 1945. In the 
Western Districts alone, grain and grain products loading for 
the week of May 4 totaled 23,132 cars, an increase of 2,572 cars 
above the preceding week but a decrease of 16,931 cars below 
the corresponding week in 1945. 

Livestock loading amounted to 18,366 cars, a decrease of 
993 cars below the preceding week but an increase of 737 cars 
above the corresponding week in 1945. In the Western Districts 
alone loading of livestock for the week of May 4 totaled 14,350 
cars, a decrease of 5,009 cars below the preceding week, but an 
increase of 373 cars above the corresponding week in 1945. 

Forest products loading totaled 45,879 cars, an increase of 
564 cars above the preceding week and an increase of 2,827 cars 
above the corresponding week in 1945. 

Ore loading amounted to 27,167 cars, an increase of 6,339 
cars above the preceding week but a decrease of 46,535 cars 
below the corresponding week in 1945. 

Coke loading amounted to 5,746 cars, a decrease of 651 
cars below the preceding week, and a decrease of 9,533 cars 
below the corresponding week in 1945. 

All districts reported decreases compared with the cor- 
responding weeks in 1945 and 1944. 







































1946 1945 1944 
4 weeks of January....... ,-- 2,883,620 3,003,655 3,158,700 
4 weeks of February......... 2,866,710 3,052,487 3,154,116 
5 weeks of March............ 3,982,229 4,022,088 3,916,037 
4 weeks of April...........+.. 2,604,552 3,377,335 3,275,846 
Week Of May fo o..ociccccccces 671,311 866,034 835,538 
Aaa lace aw bes see 13,008,422 14,321,599 14,340,237 







Railroads Show Deficit in Net 
Income in March 


Estimated net income for first three months of 1946 
down to $17,100,000 from $146,698,000 in those 1945 
months. Return on property investment averaged 
2.56 per cent for 12 months ended with March 31, 
1946, as compared with 3.91 per cent for period ended 
with that date in 1945 


Class I railroads of the United States, in March, reported 
a deficit in net income, after interest and rentals, according to 
the Bureau of Railway Economics of the Association of Amer- 
ican Railroads. The estimated deficit for March, after interest 
and rentals, was $42,400,000, compared with a net income of 
$62,931,000 in March, 1945. 


It was explained at the A. A. R. that the railroads had 
















shown a deficit in December of 1945, but that this was because | 
they had taken advantage of the privilege of accelerating the } 






amortization of defense projects. The last preceding deficit 
was in April, 1940, and was $8,990,000. 

In the first three months of 1946, they had an estimated 
net income, after interest and rentals of $17,100,000 compared 
with $146,698,000 in the corresponding period of 1945. 


Class I railroads in March, 1946, had a net railway oper- 
ating deficit, before interest and rentals of $20,459,240 compared 


with a net railway operating income of $102,003,623 in March, 
1945. 











Class I railroads in the first three months of this year } 


had a net railway operating income, before interest and rentals 
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of $108,706,637 compared with $249,879,982 in the same period 
of 1945. 

In the twelve months ended March 31, 1946, the rate of 
return on property investment averaged 2.56 per cent com- 
pared with a rate of return of 3.91 per cent for the twelve months 
ended March 31, 1945. Continuing, the A. A. R. said: 


The earnings reported above as net railway operating income, repre- 
sent the amount left after the payment of operating expenses and taxes, 
put before interest, rentals and other fixed charges are paid. Property 
investment is the value of road and equipment as shown by the books 
of the railways including materials, supplies, and cash. ° 

This compilation as to earnings for the first three months of 1946 
is based on reports from all Class I roads, representing a total of 227,799 
miles. 

Total operating revenues in the first three months of 1946 totaled 
$1,866,113,380 compared with $2,276,234,529 in the same period of 1945, 
or a decrease of 18.0 per cent. Operating expenses in the first three 
months of 1946, amounted to $1,568,170,303 compared with $1,574,092,307 
in the corresponding period of 1945, or a decrease of 0.4 per cent. 

Expenses for the first quarter of 1946 include approximately $147,- 
000,000 of back pay resulting from the recent wage increases of 16 cents 
per hour. These charges were made in the March accounts. 

Fifty-nine Class I railroads failed to earn interest and rentals in 
the first three months of 1946, of which twenty-six were in the Eastern 
District, ten in the Southern Region, and twenty-three in the Western 
District. 




















Eastern District 


Class I railroads in the Eastern District in the first three months 
of 1946 had an estimated deficit, after interest and rentals of $11,500,000 
compared with a net income of $57,330,000 in the same period of 
1945. For the month of March alone, their estimated deficit, after 
interest and rentals, was $26,000,000, compared with a net income of 
$30,951,000 in March, 1945. 

The same roads in the first three months of 1946 had a net railway 
operating income, before interest and rentals of $29,118,162 compared 
with $100,538,996 in the same period of 1945. Their net railway operating 
deficit before interest and rentals, in March amounted to $14,086,592 
compared with a net railway operating income of $48,537,146 in March, 
1945. 

Operating revenues of the Class I railroads in the Eastern District 
in the first three months of 1946 totaled $825,576,670, a decrease of 
15.3 per cent compared with the same period of 1945, while operating 
expenses totaled $720,610,388 or a decrease of 1.3 per cent below 1945. 


Southern Region 


Class I railroads in the Southern Region in the first three months 
of 1946, had an estimated net income, after interest and rentals of 
$6,200,000 compared with a net income of $26,973,000 in the same period 
of 1945. For the month of March alone, they had an estimated deficit, 
after interest and rentals of $5,800,000 compared with a net income of 
$8,991,000 in March, 1945. 

Those same roads in the first three months of 1946 had a net 
railway operating income, before interest and rentals, of $22,729,868 
compared with $42,548,475 in the same period of 1945. Their net railway 
operating deficit before interest and rentals, in March amounted to 
$854,137 compared with a net railway operating income of $14,988,964 
in March, 1945. 

Operating revenues of the Class I railroads in the Southern Region 
in the first three months of 1946 totaled $274,688,891, a decrease of 
19.1 per cent compared with the same period of 1945, while operating 
expenses totaled $222,156,738, or an increase of 3.9 per cent above 1945. 


Western District 


Class I railroads in the Western District in the first three months 
of 1946 had an estimated net income, after interest and rentals of 
$22,400,000 compared with $62,395,000 in the same period of 1945. For 
the month of March alone they had an estimated deficit, after interest 
and rentals, of $10,600,000 compared with a net income of $22,989,000 
in March, 1945. 

Those same roads in the first three months of 1946 had a net 
railway operating income, before interest and rentals, of $56,858,607 
compared with $106,792,511 in the same period of 1945. Their net 
railway operating deficit, before interest and rentals, in March amounted 
to $5,518,511 compared with a net railway operating income of $38,477,- 
513 in March, 1945. 

Operating revenues of the Class I railroads in the Western District 
in the first three months of 1946 totaled $765,847,819, a decrease of 
20.4 per cent compared with the same period of 1945, while operating 
expenses totaled $625,403,177, a decrease of 0.7 per cent below 1945. 















































FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 144,996 
freight cars, and a daily average surplus of 779 freight cars, 
for the week ended April 27, according to the car service divi- 
sion of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 1,851; 
auto box, 1,405; flat, 2,000; gondola, 20,228; hopper, 115,289; 
and miscellaneous, 4,222. 

The shortage was made up as follows: Plain box, 546; auto 
box, 89; flat, 23; gondola, 45; and miscellaneous, 76. 
















RAIL PASSENGER STATISTICS 


Passenger revenues, other than commutation, of Class I 
Steam railways exclusive of switching and terminal companies, 
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totaled $74,909,070 in coaches and $57,509,606 in parlor and 
sleeping cars for January, 1946, as against $80,217,192 and $53,- 
967,985, respectively, for January, 1945, a decrease of 6.6 per 
cent in coach revenue and an increase of 6.6 per cent in parlor 
and sleeping car revenue, according to a compilation by the 
Commission’s Bureau of Transport Economics and Statistics 
of passenger traffic statistics, other than commutation, state- 
ment M-250. 

Revenue passengers carried for January, 1946, totaled 38,- 
614,925 in coaches and 4,930,889 in parlor and sleeping cars, as 
against 40,829,742 and 5,360,147, respectively, in January, 1945. 


Air Cargo Carrier Use of 
Freight Forwarder Services 


“The position of the freight forwarder, or freight con- 
solidator, in air transportation is not entirely clear at the 
present time,’’ says the Edward S. Evans Transportation Re- 
search, Washington, D. C., in commenting on publication of 
a pamphlet entitled, “How Can the Air Cargo Carrier Use the 
Services of An Air Freight Consolidator?’ The pamphlet, it 
explains, is an enlargement of a report made by Colonel L. H. 
Brittin, director of the organization, to the second joint air 
transport users’ conference in Washington, March 12 (see 
Traffic World, March 16, p. 775). 

“A general freight consolidating service can be conducted 
only under a certificate of convenience and necessity issued by 
the Civil Aeronautics Board for that purpose,” continued the 
Evans statement. “The pamphlet points out, however, that a 
limited air freight consolidating service can be conducted on a 
non-scheduled basis or on a contract basis, under certain con- 
ditions. 

“The volume of business handled by freight forwarders and 
freight consolidators appears to be sufficient at this time to 
justify the utilization of this type of transportation service in 
connection with air cargo service. 

“The pamphlet suggests that there should be established 
a classification of air carriers, known as air freight consolidators, 
and that this class of carriers should be exempted from certain 
provisions of the civil aeronautics act. In this manner the air 
freight consolidating industry can be given an impetus by the 
Civil Aeronautics Board which should ultimately prove of con- 
siderable value to air cargo carriers.” 





FURTHER HEARING IN LATIN-AMERICAN AIR CASE 


Contending that conditions affecting the air route applica- 
tions involved in the proceeding have undergone sharp changes 
in the 18 months since the hearing on the applications was held 
and in the 12 months since the case was submitted to the board, 
the Waterman Steamship Corporation has filed with the Civil 
Aeronautics Board a motion to reopen for further hearing its 
Docket No. 525, the Latin-American Cases. 

Waterman sought a certificate for a route between conti- 
nental United States and Puerto Rico, and a C. A. B. examiner 
in his proposed report in No. 525 proposed denial of Waterman’s 
application. 

“This applicant,” Waterman said in its motion for reopen- 
ing, “can now prove and will prove ... that it has adequate 
aircraft and other flight equipment, and that it has in its 
employ the flight, engineering, and other personnel adequate 
to inaugurate and maintain the proposed service; that applicant 
is informed, and believes it can prove, that there are at least 
5,000 persons in Puerto Rico who have sought in recent months 
and are now seeking to obtain transportation to the United 
States and who have been unable to do so because no adequate 
service is available; .. . that because of war conditions existing 
at the time of the hearing on this apvlication, this applicant 
was not in a position to submit proof of this nature.’ 


NONSCHEDULED AIR CARRIER REGULATIONS 


The Civil Aeronautics Board has announced that it has 
established a new set of Civil Air Regulations, Part 42, which 
for the first time prescribes standards for the issuance of non- 
scheduled air carrier operating certificates, and safety regula- 
tions governing the operations of nonscheduled operators en- 
gaged in interstate, overseas, and foreign air transportation. 
The new Part 42 will become effective August 1, 1946. 








SURPLUS AIR TRANSPORT DISPOSALS 


The War Assets Administration has announced allocation 
of eight surplus air transports as follows: Douglas (C-54B): 
American Airlines, Inc., 1; and Pan American-Grace Airways, 
Inc., 2; Douglas (C-54A): Alaska Airlines, 2, and Peninsula 
Air Transport, Miami, Fla., 1; Beech (At-7): Civil Aeronautics 
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Administration, 1, and Clay J. Calhoun, New Orleans, La., a 
veteran, 1. 

Douglas C-54A four-engine transport aircraft now may 
be bought direct from surplus stocks without an allocation, the 


W. A. A. says. C-54B’s, a later model of the same plane, remain 
on allocation. 


SALE OF SURPLUS AIRCRAFT 


The government has realized a net of over $64,000,000 from 
the sale of surplus aircraft, components, equipment, and mis- 
cellaneous items since the aircraft disposal program was started 
in 1944, according to the War Assets Administration. Total 
sales to April 30, 1946, amounted to almost $78,500,000 while 


administrative and operating costs were slightly more than 
$14,130,000, it said, adding: 


Administrative costs, which include the maintenance of the Washington 
and territorial offices, advertising, hiring of consultants, special con- 
tracts, and the operation of a national inventory system at Cleveland, 
O., have been approximately $2,100,000. 

Operating costs have been a little in excess of $12,022,000. These 
costs include the rental and maintenance of sales centers, storage 
depots for non-salable tactical aircraft, warehousing of components, 
reimbursement to the Civil Aeronautics Administration for type-testing 
of aircraft, and ferrying contracts. 


MILWAUKEE AIR ROUTES TO SOUTH AND WEST 

Though it was “the tenth most important city in the United 
States,” Milwaukee, Wis., was now “but a two-railway and 
two-airline town,” and in its disposition of various airline ap- 
plications consolidated in what was known as “the North Cen- 
tral case,” the Civil Aeronautics Board had an opportunity to 
give Milwaukee air transportation outlets to the south and west 
that it needed, Representative Wasielewski, of Wisconsin, con- 
tended in an address in the House. 

He criticized recommendations made by Examiner F. Mer- 
rit Ruhlen, of the C. A. B., in his proposed report in the North 
Central case, to the extent those recommendations were for 
denial of proposals by United Air Lines, American Airlines, 
Eastern Air Lines and Chicago & Southern Air Lines for in- 
clusion of Milwaukee on routes that would “carry Milwaukee 
passengers through to major cities to which it has no aerial 
access.” He said that Milwaukee now was a stop on a North- 
west Airlines route from New York to Seattle and Portland via 
the Twin Cities and was a terminal on Pennsylvania-Central 
Airlines routes extending to New York City and to Washington, 


SANTA FE SKYWAY ORGANIZED 


The Santa Fe Railway has announced completion of the 
organization of Santa Fe Skyway, Inc., an affiliated company 
which will engage in the transportation by air of contract 
freight, in the general territory of the railway. 

Papers of incorporation were filed May 4 at Springfield, II1., 
and on May 6 organization of Santa Fe Skyway was completed, 
with the following officers: President, H. R. Lake; vice-presi- 
dent and general manager, G. W. Lupton, Jr.; secretary-treas- 
urer, Ray W. Kinzie; assistant treasurer, C. W. Bish; assistant 
secretary, H. G. Brandt; auditor, G. P. Chaffin; and assistant 
auditor, J. M. Chaney. Headquarters of the company will be 
at Wichita, Kan., but the president, vice-president, and assistant 
secretary will be located for the present in Chicago. 

F. G. Gurley, president of the Santa Fe Railway, said the 
Santa Fe Skyway would attempt only to haul freight cargo 
on a contract basis, for the time being. The air line will be 
manned largely by returned veterans, and will use Douglas 
C-47’s, he said. “We feel that federal laws regarding contract 
air cargo offer a gateway into the field,” said Mr. Gurley, 
adding that the Civil Aeronautics Board has no control of con- 
tract freight carriers operating over non-scheduled routes. 





* BRANIFF EXPANDS SCHEDULES 

The Braniff Airways, Inc., expanded its schedules May 5 
with addition of a 46-passenger DC-4 plane to the current fleet. 
Three non-stop flights between Dallas and Houston, and one 
trip via Waco, were instituted. Service between San Antonio 
and Dallas, and between Dallas and Chicago via Kansas City, 
and resumption of service into Ponca City, Okla., also began 
May 5, as did another daily trip between Brownsville and Cor- 
pus Christi. More schedules will be added to existing flights in 
the near future, with delivery of four more 46-passenger ships 
on order, Charles E. Beard, vice-president, said. 





AIR EXPRESS SHIPMENTS UP 13.4 PER CENT 


Air express shipments handled in the first quarter of 1946 
totaled 610,132, as compared with 536,233 in the same period 
in 1945, a gain of 13.4 per cent, the air express division of the 
Railway Express Agency has announced. 
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Foreign-Irade Zones Board 
Submits Annual Report 


The Foreign-Trade Zones Board in its annual report for 
the fiscal year 1945 said that more direct participation of small 
business in import trade would be the greatest future contribu- 
tion of foreign-trade zones. 

The board is composed of the Secretary of Commerce, chair- 
man; the Secretary of the Treasury and the Secretary of War. 
It administers the foreign-trade zone act of 1934 which au- 
thorizes, through the board, establishment of foreign-trade 
zones, a zone being described as “a segregated, fenced-off and 
policed area within a port where foreign merchandise may be 
landed, stored, repacked and otherwise manipulated with a 
minimum of customs control and without customs bond.” At 
present, the report states, manufacturing or exhibiting within 
a foreign-trade zone is prohibited but legislation to remove 
these restrictions is now pending in Congress. 


The New York Foreign-Trade Zone is the only one now 
operating in the country. New Orleans has made application 
to the board for establishing a zone, and, said the board, favor- 
able action would be taken as soon as physical facilities meet- 
ing the board’s requirements could be provided. A section of 
the Cotton Warehouse, used by the navy during the war, is 
expected to become available soon. This would be suitable for 
a foreign-trade zone, said the board. The board said Los An- 
geles had formally announced its intention of applying for a 
foreign-trade zone and that pending applications from San 
Francisco and Houston would be given active consideration 
when port facilities were released by the military. 

“The foreign-trade zone provides the small importer with 
an international market where he can purchase his import needs 
on an equal basis with all other buyers,” said the board. 

“Port officials, business men and government agencies re- 
sponsible for developing our foreign trade and commercial re- 
lations all recognize the potential advantages which the foreign 
trade zone offers for encouraging and developing our commerce. 

“Changing world economies, new trade routes, and a na- 
tional consciousness of the need for foreign trade have induced 
a number of additional port agencies and private corporations 
to study the advantages of the foreign-trade zone as an integral 
part of the functions of a modern port.” 

The report urges that communities interested in establish- 
ing a foreign-trade zone should draw up plans providing for 
adequate docks, modern storage and manipulating warehouses 
and business quarters for importers. These integrated terminal 
facilities are essential if the needs of our importers—both large 
and small—are to be satisfied, says the report. 

“The New York Zone’s report for the calendar year 1944 
discloses that operating revenue was only 5 per cent less than 
that for 1943, in spite of additional limitations imposed by the 
war, and that 156 different commodities from 51 foreign coun- 
tries were received in 1944 as compared with 194 commodities 
from 51 countries in 1943,” says the report. 

“Transferred from its location at Stapleton, Staten Island, 
shortly after Pearl Harbor to permit the Army to use its fa- 
cilities as an embarkation depot, the New York zone operated 
from North River piers during the war. In December, 1945, 
Pier 16 at Staten Island was released by the War Department 
for foreign trade zone operations. It is expected that all zone 
activities will be returned to the original site during 1946.” 


Ship Conference Agreements 


The Maritime Commission has announced approval of a 
new agreement, No. 7571, between Matson Navigation Co. and 
Railway Express Agency, Inc., uncer which Matson agrees to 
transport the express agency’s business between San Fran- 
cisco or Los Angeles Harbor, Calif., and the Hawaiian Islands 
at rates specified in the agreement. It said the express agency 
released Matson from liability in the handling of money, cur- 
rency, gold coin, valuables and merchandise, on which the 
express agency was to carry marine insurance in accordance 
with a contract between it and the transportation companies 
over whose lines it might pass. 

The commission announced the filing for approval of 
agreement No. 57-15-C ‘between member lines of the Pacific 
Westbound Conference and C. & J. Line (Cojuangco-Jacinto 
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& Co.), canceling agreement No. 57-15, an associate member- 
ship agreement between the parties, under which the C. & J. 
line was permitted to participate in conference contracts with 
shippers, but had no vote in conference matters. Cancellation 
of agreement No. 57-15, it said, had been requested by the 
parties because the C. & J. line was now inoperative. 

Agreement No. 50-8 between Canadian Australasian Line, 
Ltd., W. R. Carpenter Oversea Shipping, Ltd., Oceanic Steam- 
ship Co., Transatlantic Steamship Co., Ltd., and Union Steam 
Ship Co. of New Zealand, Ltd., had been filed, said the com- 
mission, for approval of a modification of the basic agreement 
of the Pacific Coast Autralasian Tariff Bureau. It said the 
modification sought to make common carriers giving substan- 
tial and reliable evidence of intention to operate regularly in 
the trade eligible for membership, and provided that member- 
ship would not be denied except for just and reasonable cause. 
It said the modification also increased the admission fee from 
$250 as presently in effect to $1,000. 

The commission also announced the filing for approval 
of agreement No. 17-15, under which M/V Nonsuco, Inc., and 
S/S San Vincente, Inc., had applied for leave to become parties 
to the Far East Conference Agreement. 


M. C. Acts in Foreign-Freight 
Forwarder Case 


The Maritime Commission, following the decision of the 
Supreme Court of the United States of February 25, 1946, in 
No. 44, The United States of America, appellant, vs. American 
Union Transport, Inc., et al. (see Traffic World, March 2, p. 587), 
holding that foreign-freight forwarders are subject to the 
shipping act, has issued an order in No. 621, Port of New York 
Freight Forwarder Investigation, postponing its order of May 18, 
1943, in that proceeding until its further order. In explanation 
of this action, R. H. Hallett, director of the division of regula- 
tion of the commission, said: . 


To all Parties in Docket No. 621—Port of New York Freight For- 
warder Investigation: 

You will recall that on May 18, 1943, the commission issued an 
order pursuant to section 21 of the shipping act, 1916, requesting cer- 
tain respondents in this proceeding to report a maximum of 105 indi- 
vidual forwarding transactions as reflected by their books. 

When certain of these respondents attacked the legality of the 
order in federal court the commission modified it to require compliance 
therewith within 30 days after the litigation was ended. The litigation 
was formally terminated, in the commission’s favor, on April 15, 1946, 
and the order was automatically revived on that date. 

The enclosed order postpones the order of May 18, 1943, until the 
further order of the commission. This action was taken to give the 
commission, as well as the respondents, an opportunity to review the 
problems involved in the investigation in the light of changed condi- 
tions and the decision of the Supreme Court of the United States in 
United States vs. American Union Transport, Inc., et al., wherein that 
court upheld the jurisdiction of the Commission over foreign freight 
forwarders. 

With a view to extending the investigation to all persons carrying 
on the business of forwarding at the Port of New York, the com- 
mission is now attempting to secure a complete list of such persons, 
not only those who designate themselves as forwarders, but those who 
perform forwarding services as manufacturers’ representatives, ex- 
porters, etc. To identify the latter group, the commission will have 
to depend to a large extent upon information furnished by the parties 
who are now respondents ot the proceeding. 

Therefore, in the interest of uniform regulation of the entire indus- 
try, it will be appreciated if you can furnish the names and addresses 
of any person or firm engaged in foreign freight forwarding at the 
Port of New York who should be added to the list of respondents in 
this proceeding. 




























































MARITIME COMMISSION VACANCY 
President Truman, in his press conference late May 2, said 
| he had no comment to make with respect to filling of the Mari- 
time Commission vacancy created by resignation several months 
ago of Vice Admiral Emory S. Land from chairmanship of 
the commission. 









M. C. TANK BARGES FOR SALE 
The Maritime Commission has announced that it will sell 
) at fixed prices over 100 tank barges of types previously offered 
for sale by competitive bidding. Fifty-odd are wooden tank 
barges priced at $3,150 each. The others are composite tank 
barges priced at $3,500 each and constructed of Douglas fir 
bolted to five longitudinal and twenty-five transverse steel 
trusses. All the barges are located at Madisonville, La., where 
Inspection may be made on application to W. E. McCardell, 
od Shipping Administration, Canal Bank Building, New Or- 
eans, La. 
Competitive sealed bids on 32 steel tank barges will be 
opened May 29 by the commission. Fourteen of the barges are 


at Palatka, Fla., 13 at Logtown, Miss., 3 at Pearlington, Miss., 
and 2 at Cairo, Til. 































(District Court, E. D. New York.) The presumption of 
unseaworthiness arising when a vessel sinks in calm water is 
merely a portion of the evidence and must be considered in the 
light of other evidence. 

Evidence required finding that scow was seaworthy when 
delivered by owner to charterer and when delivered to sub- 
charterer and became unseaworthy in hands of sub-charterer 
which failed to carry out its duty of ordinary care when it 
became cognizant that scow was in trouble and authorized 
finding that sinking of scow and loss of cargo was at the fault 
of sub-charterer primarily. 

Tug owned by sub-charterer which undertook to move 
chartered scow which was in difficulty and to pump out scow 
did not take on full responsibility which is imposed on a tug in 
towage cases, but had duty of ordinary care. 

Where master of tug was the servant of sub-charterer of 
scow, negligence of master of tug while attempting to assist 
scow, which was in distress, was chargeable to sub-charterer. 

_ Although not much is expected of a bargee, he has a def- 
inite duty to be something more than a mere automaton and 
cannot invite trouble to his own scow and cannot permit her 
to be operated when he knows she is in badly damaged condi- 
tion. 

Where bargee, long before the sinking, complained about 
berth, notified both charterer and sub-charterer that scow had 
sustained damage and stopped loading operations as soon as he 
was sure that scow was leaking, did his best to stop the leak, 
and more than two hours before scow sank, notified sub- 
charterer that she was in peril, bargee discharged his duty, 
and his failure to pump did not contribute to the disaster in 
light of sub-charterer’s conduct constituting the proximate 
cause of sinking. 

Where scow was in good condition when it was chartered 
and sub-chartered and bargee performed his duty with respect 
to warning charterer and sub-charterer of damage scow was 
taking, and sub-charterer was negligent in not protecting scow, 
in the operations of its tug, owner was entitled to a decree 
making sub-charterer primarily liable and charterer secondar- 
ily liable and stevedore was entitled to a dismissal. 

In cargo suit resulting from the sinking of a scow, where 
bargee had performed his duty and the negligence proximately 
causing the sinking was that of sub-charterer, sub-charterer 
was primarily liable to shipper for loss of cargo while scow 
was secondarily liable in rem. 

Where scow becomes unseaworthy during the time she is 
being laden, a lien is created in favor of shipper making scow 
secondarily liable in rem, the primary liability resting on the 
party whose fault was the proximate cause of scow becoming 
unseaworthy. (The C. W. Crane, 64 Fed. Sup. 627.) 


EXPORT AND IMPORT RATE MEETING 


Charles B. Bowling, chief of the transportation rates and 
services division of the marketing facilities branch of the De- 
partment of Agriculture, has made arrangements for a meeting, 
June 17, 18 and 19, at New Orleans, La., to discuss primarily 
tidewater rates being applied to agricultural exports, and to 
other products, and the handling of imports on which the freight 
is included in the consumers’ cost. 

Announcement of the meeting was made by C. C. Hanson, 
secretary, Association of the Southern Commissioners of Ag- 
riculture. He said other meetings would be held on the Pa- 
cific Coast and at some point along the north Atlantic coast. 


M. C. AND W. S. A. WAR VETERANS 

Nearly one-third of the employes of the Maritime Com- 
mission and War Shipping Administration are veterans, Ed- 
ward Macauley, acting chairman of the Commission has re- 
vealed in a letter to the Veterans of Foreign Wars. He said 
that the two agencies had 11,934 employes on the rolls as of 
March 31, 1946, and of this number 3,809 were veterans, 355 
of whom were veterans with a 10-point (disability) preference 
or a veteran employment of 31.9 per cent. 


CARGOCAIRE EXPANDS TO EUROPE 


The formation of two foreign companies, in Great Britain 
and in Scandinavia, to manufacture Cargocaire’s dehumidifica- 
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tion equipment, has been announced by O. D. Colvin, president 
of Cargocaire Engineering Corporation. The British became 
interested in the company’s equipment when they discovered 
during the war that food supplies protected by Cargocaire 
showed no damage after long voyages, said Mr. Colvin. 


GRACE LINE’S CARIBBEAN CRUISES 

In anticipation of a record-breaking demand by tourists for 
a Caribbean cruise, the Grace Line is preparing to offer twice- 
a-week service to Venezuela, Colombia, and Curacao, instead of 
once-a-week as in pre-war years. One weekly service will be 
operated by the company’s new combination passenger-and- 
freight ships, and the other will be operated on the cruise ships, 
Santa Rosa and Santa Paula, when the latter complete their 
war tasks and have been refurbished. 


Independent Movers-Warehousemen 
in Convention at Chicago 


Increased operating costs are seriously affecting all carriers 
in their efforts to maintain quality service at current tariff 
levels, Robert W. Wilson, president, told 300 members of the 
Independent Movers’ and Warehousemen’s Association, Inc., 
meeting in convention at the Edgewater Beach Hotel, Chicago, 
May 2-4. The association represents common carriers of house- 
hold goods in 36 states and the District of Columbia. In place 
of the four tariffs now published by the association, Mr. Wilson 
suggested a new single association tariff which would contain 
sharp rate increases up to 250 miles, with moderate increases 
beyond. 

Guest speaker at the annual banquet, May 3, was W. Y. 
Blanning, director, Bureau of Motor Carriers, Interstate Com- 
merce Commission. Mr. Blanning said that shippers of house- 
hold goods often are unfamiliar with rules, rates and tariffs, 
and that it is the obligation of household goods carriers to let 
shippers know that a price quoted is only an estimate, and that 
the tariff contains a limitation on a carrier’s liability. Numbers 
of shippers’ complaints have reached his bureau on these two 
points, said Director Blanning. Whereas the Commission, dur- 
ing the war, didn’t strictly enforce rulings regarding leased 
truck operations, it now intends to do so, he said. The Bureau 
of Motor Carriers has also received complaints from families 
of difficulties encountered in getting their household goods 
moved interstate, he said. Whereas the housing shortage has 
cut the business of local household goods movers, there is still 
a shortage of interstate moving vans, some companies being 
booked up as much as six months in advance, he said. 


Air-Truck Service 


Melvin T. Brockman, superintendent of air-truck service, 
United Air Lines, Chicago, at a luncheon on May 3 told the 
association that air transportation must lean heavily upon motor 
trucks because of the latter’s unequaled flexibility. ‘“The motor 
truck has a two-fold job in the movement of air freight, as a 
ground agent for the air carrier in performing pickup and de- 
livery within terminal areas, and secondly, it feeds shipments 
to and from off-airline cities within a 100-mile radius of the 
airport.” 

There will be little movement of household goods by air 
until larger planes are available and operating costs are much 
lower than at present, he said. 

Stan Bardwell, vice-president of the recently organized 
Dugan Skytrain, Inc.. New Orleans, said his company aimed to 
appoint commissioned agents throtighout the nation, who would 
book air freight. Over 50 plane loads of strawberries were re- 
cently shipped from Louisiana to Chicago, and in the last three 
weeks six planeloads of sweet potatoes have been flown from 
Baton Rouge to Chicago, he said. 


Higher-Speed Trucks 


Robert Cass, assistant to the president of White Motor Co., 
told members of the I. M. W. A. that with the development of 
super-highways throughout the nation, truck manufacturers 
will have to contemplate speeds as high as 70 miles .an hour. 
“We should consider truck development as a separate develop- 
ment from that of the passenger car,” he said. “The trucks of 
the future should be thought of in terms of single purpose tools 
in which the machines for a particular industry would be de- 
signed definitely and solely for that industry.” 

Lt. Dominic Parisi of the ninth Naval district, urged asso- 
ciation members to apply for subsistence payments for ap- 
prentice jobs and to hire ex-Navy men. Under the G. I. bill of 
rights, said Lt. Parisi, an employer may apply for subsistence 
payments for his war-veteran employes to supplement small 
“beginning” pay checks. 

At the closing session, May 4, all officers of the association 
were re-elected for the coming year. Robert W. Wilson, of 
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Brooklyn, American Van Lines, Inc., was re-elected president. 
Other officers re-elected are: First vice-president, A. H. Stevens, 
of Saginaw, Mich., Stevens Bros. Fireproof Warehouse; treas- 
urer, T. C. Shelburne, Richmond, Va., J. C. Shelburne Transfer 
& Storage Co.; and secretary, G. W. Wiederspam, Denver, Col., 
Ford Van Lines, Inc. 





HEARING FOR BUS COMMUNICATIONS SET 


The Federal Communications Commission has set June 6 
as the hearing date on a petition of the National Bus Communi- 
cations, Inc., on behalf of the intercity passenger bus industry, 
for a decision as to frequencies to be assigned for intercity pas- 
senger bus use in the 30-44 megacycle band in the general mo- 
bile (highway) radio service for use of the industry directly or 
through its communications organized for that purpose. 

Hearing will be before Commissioner E. K. Jett, to con- 
sider the frequencies and to determine the basis on which the 
petitioner proposes to render coordinated radio communications 
service to the intercity passenger bus industry. Notices of ap- 
pearance should be filed with the F. C. C. by May 12. 

Copies of the order were served on the American Telephone 
& Telegraph Co., the United States Independent Telephone As- 
sociation, the American Trucking Associations, and the Na- 
tional Council of Private Motor Truck Owners, Inc. 


INTERNATIONAL TRUCKS’ POINT SYSTEM 


A new point system for rating the full carrying capacities 
of International Trucks under all operating conditions has been 
announced by W. C. Schumacher, manager of sales, motor truck 
division, International Harvester Co. This system makes pos- 
sible an accurate calculation of the extra load any International 
may carry where operating conditions are better than those on 
which the G. V. W. rating has been calculated. The new sys- 
tem will permit the operator to get the most out of his trucks 
in terms of loads carried, to hold operating costs at a minimum, 
and to select the proper truck for the job, said Mr. Schumacher. 





RECORDAK BOOKLET ON MICROFILMING 

“Fifty Billion Records Can’t Be Wrong,” a new booklet 
telling the story of microfilming in business and industry, has 
just been published by the Recordak Corporation, subsidiary of 
Eastman Kodak Co., which first introduced microfilm in a 
New York bank in 1928. The book explains the fundamentals 
of microfilming, and lists its uses for preserving valuable 
records, saving storage space, speediny up reference and for 
making facsimile prints. 


MILWAUKEE TELEGRAPH SERVICE 

The Federal Communications Commission has issued an 
order and certificate approving an application of the Western 
Union Telegraph Co. to extend its telegraph service so as to 
continue all telegraph operations conducted by Continental Tele- 
graph Co., wholly owned by the Milwaukee Railroad, in Mon- 
tana, South Dakota, North Dakota, Idaho and Washington. 
The commission said representations had been made by the 
railroad on behalf of full time employees of Continental on 
February 1, under which it would make a monthly allowance 
to those unable to obtain other employment at comparable 
wages in their cities of residence. 

The order granted Continental authority to discontinue its 
service and Western Union to continue the service 15 days 
after the two companies file a statement with the commission 
accepting all conditions of the order and certificate. 





PETERSON JOINS TRAFFIC SERVICE CORPORATION 

A. E. Peterson was appointed circulation director of the 
Traffic Service Corporation, Chicago, May 1. He is in charge 
of the corporation’s circulation department, book sales and 
subscription sales on the Traffic World, the Traffic Bulletin, 
the Daily Traffic World, and World Ports. He also has charge 
of the circulation of Transportation Supply News, an affiliate. 

Mr. Peterson comes to the Traffic Service Corporation 
from Sears Roebuck and Company, where he was copywriter. 
He had previous experience as an account executive with Rus- 
sell T. Gray, advertising agency, and was for seven years with 
the advertising department of the Acme Steel Company. 

He was educated at Northwestern University and the 
Y. M. C. A. College in Chicago, and has been active in the 
affairs of the Chicago Junior Association of Commerce. He is 
business manager of that association’s publication, the Chi- 
cagoan, and was state chairman of its recent “courtesy week” 
drive. 





FRASER ANALYZES KATY’S FUTURE 
During the five years from 1941-1945, the Missouri-Kansas- 
Texas Railroad System expended $117,471,256 in rehabilitation 
costs and reduced its fixed interest debt by $41,708,467, Donald 
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Vv. Fraser, system president, told the New York Society of 


.Security Analysts at a luncheon, May 3, at Schwartz’s Restau- 


rant, New York City. ‘ . 

The Katy, founded in 1870 to provide transportation from 
the North to Oklahoma and Texas, is “blessed with a location 
down natural contours with low grades, and with most of our 
right-of-way in the plains country where sharp curvatures were 
not needed in the original location,” said Mr. Fraser. 

In the post-war years, President Fraser continued, the Katy 
would continue dieselization of its motive power, would rebuild 
and improve its freight and passenger equipment, continue the 
laying of heavier rails, and study the possibilities of installing 
centralized train control and using radio for yard and train 
operation. 

The character of the area served by the railroad has 
changed markedly in the past ten years, he said, with more 
vegetables, melons, fruits, peanuts and cattle being shipped, 
and decentralization of industry contributing to the rapid 
industrial growth of Katy territory. Such cities as St. Louis, 
Houston, San Antonio, Dallas and Ft. Worth have grown 
greatly in population in the past five years, said Mr. Fraser. 


PUBLIC ADDRESS SYSTEM IN TERMINAL 

To facilitate the handling of from 90,000 to 120,000 pack- 
ages of express each day in the Railway Express terminal in 
Long Island City, a “two-way” public address system has been 
installed. The terminal, one of the world’s largest, has facilities 
for loading 185 motor vehicles and 75 railroad cars on six tracks 
simultaneously. About 1,700 men and women are employed. 
Forty-two loudspeaker-horns are located at points throughout 
the terminal, as are 25 microphones, enabling personnel to 
make reply to orders issued over the public address system. 


ROCK ISLAND EQUIPMENT PURCHASE 
Federal Judge Michael L. Igoe, of Chicago, on May 3, 
authorized trustees of the Chicago, Rock Island & Pacific Rail- 
way Co. to purchase four lightweight sleeping cars from Pull- 


man-Standard Car Manufacturing Co., the lowest bidder on the 
equipment. 


MEYERCORD’S DECALCOMANIA SELECTOR 

A new slide-rule type decalcomania selector to assist manu- 
facturers and product designers in the specification of the cor- 
rect decal nameplate, trademark, instruction or wiring diagram 
for application on difficult and unusual surfaces, is being dis- 
tributed by the Meyercord Co., Chicago decal manufacturer, 
and will be sent on request to those interested. The selector 
enables the prospective user to determine how 11 types of 
decals may be applied to 14 different surfaces, using any one 
of seven application methods. 


I. C. C. PRACTITIONERS 

The following have been admitted to practice before the 
Commission: 

E. George Aaron, Camden, N. J.; Reginald Ames, St. Paul, Minn.; 
John A. Armstrong, Greeneville, Tenn.; William R. Bandy, Austin, Tex.; 
Gordon Dobson Briggs, Bangor, Me.; Bentley Hart Chappell, Colum- 
bus, Ga.; Preston C. Clayton, Clayton, Ala.; David Clyde Crockett, 
Freeport, Tex.; John B. Cullen, Washington, D. C.; Anthony James 
Dimino, Brooklyn, N. Y.; Morris H. Halpern, New York, N. Y.; Clay 
Blaine Hays, Corydon, Ind.; Raymond W. Karst, Clayton, Mo.; Fred 
William Kramer, Des Moines, Ia.; Howard Nelson Lehner, Oconto 
Falls, Wis.; Herman Matthei, Charlestown, Mass.; Robert J. McCurrie, 
Newark, N. J.; Larry S. Moore, North Wilkesboro, N. C.; Odel Parkin- 
son, Washington, Pa.; Allan R. Rosenberg, Washington, D. C.; Warren 
Leonard Sharfman, Washington, D. C.; Max Schulman, New York, 
N. Y.; Morris Smith, Chester, Pa.; James Elsie Webb, Rockingham, 
N. C., and Alexander E. Wilson, Jr., Atlanta, Ga. 


CHANGES IN DOCKET 

Hearing in MC 3009, Sub. 6, assigned for May 8, at Gulfport, Miss., 
was postponed to May 15, at Robert E. Lee Hotel, Jackson, Miss., 
before Jt. Bd. 14. 

Hearing in MC 2835, Sub. 16, assigned for May 10, at Albany, 
N. Y., was postponed to a date to be fixed. 

Hearing in MC 106592, assigned for May 10, at Dayton, O., was 
transferred to May 10, at Old P. O. Bldg., Columbus, O., before Jt. 
Bd. 117. 

Hearing in MC 106552, assigned for May 6, at St. Paul, Minn., was 
transferred to May 6, at Federal Building, St. Paul, Minn., before 
Examiner Proudley. 

Hearing in MC 105375, Sub. 2, assigned for May 7, at St. Paul, 
Minn., was transferred to May 7, at Federal Building, St. Paul, Minn., 
before Jt. Bd. 146. 

Hearing in MC 105503, assigned for May 8, at St. Paul, Minn., was 
transferred to May 8, at Federal Building, St. Paul, Minn., before 
Jt. Bd. 142. 

Hearing in MC 14345, Sub. 1, assigned for May 9, at St. Paul, Minn., 
was transferred to May 9, at Federal Building, St. Paul, Minn., before 
Jt. Bd. 142. 

Hearing in MC 105007, Sub. 6, assigned for May 9, at St. Paul, 
Minn., was transferred to May 9, at Federal Building, St. Paul, Minn., 
before Examiner Proudley. 














Here’s How You Profit 
by Subscribing for 


TRAFFIC BULLETIN 


1. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and motor carriers use 
its columns to give public notice of all proposals 
received from shippers and carriers to establish and 
to change commodity rates. This information is 
available from no other source in a form so com- 
plete and convenient for checking. Hearings and 
disposition notices of a number of the committees 
are printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 











































































































c. Advance Information of 


Classification Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of charge all the regular and special 
dockets of the Consolidated Classification Commit- 
tee, listing the changes currently proposed. 


3. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (rail- 
roads, motor carriers, water carriers, freight for- 
warders, express companies and pipe lines) the 
Maritime Commission (ocean shipping) ar’ Civil 
Aeronautics Board (air lines) in the curre).| week, 
enabling you to get copies of those that wil) shange 
your rates, well in advance of the effecti, dates. 


4. Rate Changes on Short Notice 


A number of rate changes are made by the car- 
riers on less than 30 days’ notice. Before making 
them effective the carriers must file short notice 
applications. These are printed in THE TRAFFIC 
BULLETIN as they are filed in Washington, along 
with the “Permissions” (short notice changes which 
are allowed by the two regulatory bodies). Infor- 
mation of this kind, received in advance of a change 
in one single instance, may save you more than the 
cost of a full year’s subscription. 


3. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned and express 
tariffs. 

The use of THE TRAFFIC BULLETIN will re- 
turn your investment with interest in actual time 
and money saved. Let the weekly issues add to the 
efficiency and increase the effectiveness of the work 
in your department. Send $6.25 for a trial three 
months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. | 





























































































































































































































































































































































































































Perry G. Jefferson has been appointed 
traffic manager, Fairbanks Morse & Co., 
with headquarters in Chicago. He suc- 
ceeds Joseph W. Elliott, who recently 
— after 23 years’ service with the 

rm. 


* * * 


F. N. Hiller has ben appointed freight 
traffic manager in charge of rates, the 
Delaware & Hudson Railroad Corpora- 
tion, with offices at Albany, N. Y. A. W. 
Ackley has been appointed freight traf- 
fic manager in charge of solicitation 
and service, at Albany, E. T. Cate has 
been appointed New England freight 
agent, at Boston, succeéding Mr. Ack- 
ley. F. W. Nyland has been appointed 
general coal traffic manager, with head- 
quarters at Albany. 


George B. Miller has been promoted 
to general agent, freight and passenger 
departments, Southern Railway System, 
with headquarters at Savannah, Ga. He 
succeecs J. E. Dixon, who has retired. 
Gordon I. Russell has been appointed 
district freight agent, at Durham, N. C., 
succeeding Mr. Miller. Robert E. Spald- 
ing has been appointed division freight 
agent, at Louisville, Ky., succeeding A. 
R. Tilford, deceased. F. H. Humphreys, 
district freight agent, at Macon, Ga., 
has retired, after more than 46 years 
of railroad service. H. L. Parkerson has 
been promoted to the position of com- 
mercial agent, at Macon, Ga. 


The following appointments have been 
announced by the Seaboard Air Line 
Railway, and not the Southern Railway 
System, as reported in the May 4 issue, 
of the Traflie World: T. M. Dodd, com- 
mercial agent, at Cordele, Ga.; W. M. 
Curley, pei :hable diversion agent, at 
Savannah, ( 1.; and J. A. Wilson, assist- 
ant general freight agent, at Norfolk, 
Va. ‘ 

aK * * 

F. E. Pennington has been appointed 
executive representative, Missouri Pa- 
cific Lines, at Denver, Colorado. He 
succeeds M. P. Eckman, who has been 
promoted. 

* ok * 

J. H. Beckwith has been appointed 
agricultural agent, Union Pacific Rail- 
road Co., for the states of Colorado 
and Wyoming. He will maintain head- 
quarters at Denver, Colo. 

* * * 


Robert F. Marsden has been appoint- 
ed traveling freight agent, the Tennes- 
see, Alabama & Georgia Railway Co., 
with headquarters at Chattanooga, 


Tenn. 
* 5 ok 


P. Bryant has been appointed super- 
intendent, Winnipeg division, Minnea- 
polis, St. Paul & Sault Ste. Marie 
Railroad Co., succeeding W. W. Wade, 
who has retired following 41 years 
service. Mr. Bryant will make his head- 
quarters at Thief River Falls,*Minn. R. 
O. Jensen has been appointed terminal 
superintendent, at Schiller Park, Ill. 
I. L. Fardal has been appointed assistant 
superintendent, at Minneapolis, succeed- 
ing M. F. Sandstrom, transferred to 
Ironton, Minn., in the capacity of train- 
master. Mr. Sandstrom succeeds K. R. 




















Bovee, who was appointed trainmaster 
at Enderlin, No. Dak., succeeding Mr. 
Fardal. Mr. Sandstrom was transferred 
at his own request. | i. 


Ansley Cope has been appointed gen- 
eral agent, Central of Georgia Railway 
Co., with headquarters at Pittsburgh, 
Pa. He succeeds J. S. Combs, deceased. 
Lucius S. Wood, Jr., has been appointed 
commercial agent, at Savannah, Ga., 
succeeding Mr. Cope. 

* * * 

O. N. Spain, general passenger agent, 
Chesapeake & Ohio Railway, at Rich- 
mond, Va., died on April 30. Mr. Spain 
was 64 years old, and had been with 
the C & O for about 43 years. L. B. 
Allen, Jr., has been appointed agricul- 
tural agent, with headquarters at Hunt- 
ington, W. Va. Charles W. Campbell 
has been appointed traveling freight 
agent, with offices at Wilmington, N. C., 
and J. C. Moore has been named freight 
service representative, at Orlando, Fla. 


F. E. Cannon has been appointed as- 
sistant general freight agent, Chicago, 
Indianapolis & Louisville Railway, at 
Louisville, Ky., succeeding W. H. Rob- 
inson, who has retired following 55 
years of railroad service. J. A. Davidson 
has been appointed general southeast- 
ern agent, at Atlanta, Ga., succeeding 
Mr. Cannon. R. E. Irons has been ap- 
pointed general agent, at Winston- 
Salem, N. C., succeeding Mr. Davidson. 
E. C. Beason has been appointed travel- 
ing freight agent, with headquarters at 
Birmingham, Ala. 

* * * 

Lawrence W. Klenk has been appoint- 
ed traffic representative, Wheeling & 
Lake Erie Railway Co., and the Lorain 
& West Virginia Railway Co., with of- 
fices in Chicago. 

* * 

M. P. Bickley has been named man- 
ager of cargo sales for United Air 
Lines, with headquarters at Chicago. 
He succeeds Paul E. Burbank, who re- 
signed to become secretary and general 
manager, National Stationers’ Associ- 
ation, in Washington, D. c. 


Robert V. Blank has been appointed 
assistant to the regional traffic mana- 
ger, TACA Airways, at Miami, Fla. 

* * * 


Warren Le Roy has been appointed 
district traffic manager, Northwest Air- 
lines, at Great Falls, Mont., succeeding 
Cc. F. Tillander. 

* * 

The Isthmian Steamship Co., an- 
nounces the following appointments: 
John E. Childe, district manager, St. 
Louis, Mo.; Roy C. Klostermeyer, dis- 
trict manager, Detroit, Mich.; and Wil- 
liam H. Smith, manager, Norfolk, Va. 

* * * 


J. D. Sutherland has been appointed 
assistant manager, Overland Terminal 
Warehouse Co., with offices at Los An- 


geles, Calif. 
* * 


Gerard Boleman Cloran, 38, advertis- 
ing and sales promotion manager, Na- 
tional Starch Products, Inc., New York 
City, died recently. Mr. Cloran became 
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associated with the company in 1932. He 


was a member of the packaging council ' 


of the American Management Associa- 
tion. 
* * * 
Marshall Nauman has been appointed 
branch ‘manager, Fruehauf Trailer Co., 
with offices at Billings, Mont. 


* * * 


Thomas R. Speakman has been ap- 
pointed transportation supervisor, Pa- 
cific coast division, Owens-Illinois Glass 
Co., with headquarters at San Francis- 
co, Calif. He succeeds Frank B. Hart- 
ung, who has retired after 45 years’ 
service with the organization. 

* * * 


Speaking of the death last week of 
Roy Miller, of Washington, D. C., for- 
mer mayor of Corpus Christi, Tex., and 
president of the Intracoastal Canal As- 
sociation of Louisiana and Texas at the 
time of his death, Representative Lyle, 
of Texas, in remarks in the House char- 
acterized Mr. Miller as “a distinguished 
and able leader” and said that he had 
been vice president of the Trinity River 
Improvement Association, a director of 
the National Rivers and Harbors Con- 
gress, a director of the Mississippi 
Valley Association, and legislative rep- 
resentative in Washington for the port 
of Corpus Christi. 





The Traffic Club of New Orleans held 
a luncheon meeting, May 6, at the 
Roosevelt Hotel. Joseph Lallande, ex- 
ecutive director, Louisiana Civil Service 
League, spoke on “The Louisiana Civil 
Service League.” Mr. Lallande was 
president of the club in 1928. 





Jerry Sommerfeld, district traffic 
manager, National Distillers Products 
Corp., was elected president of the In- 
dustrial Traffic Managers Association of 
Baltimore, at the annual election held 
recently. Other officers elected are: 
Vice-president, L. J. Canter, district 
traffic manager, Koppers Co., Inc., Bart- 
less Hayward Division; and secretary- 
treasurer, S. M. Whisner, traffic mana- 
ger, Hutzler Brothers Co. The newly 
elected officers will be installed at the 
May 15 meeting, which will be held in 
the Association of Commerce building. 





The Traffic Club of Minneapolis held 
its 18th annual May day luncheon, May 
2, at the Hotel Nicollet. Dr. Theodore 
Bramfeld, professor of Education and 
Philosophy, University of Minnesota, 
spoke on “Race: The Unfinished Busi- 
ness of Democracy.” The meeting was 
sponsored by the Twin City Women’s 
Traffic Club. The final luncheon meet- 
ing for the season was held on May 9. 





The South Bend Transportation Club 
will hold an airlines night meeting, 
May 13, at the Hotel La Salle. 





The Junior Traffic Club of Chicago 
held its annual bowlers’ banquet, May 
8, at the Midwest Athletic Club. The 
club will hold its first golf outing, May 
23, at Sportsman. On June 20 and Au- 
gust 22, golf outings will be held at 
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Navajo Fields and St. Andrews, re- 
spectively. 

The Transportation Club of Santa 
Clara County, Calif., held a railroad 
night meeting, May 7, at the St. Claire 
Hotel, San Jose. L. Harold Anderson, 
president, California Railroad Commis- 
sion, was the principal speaker. 


The Traffic Club of St. Louis held a 
noonday meeting, May 6, at the Hotel 
Jefferson. John Murdock, American 


Water Works and Electric Co., New 
York City, was the principal speaker. 


The Traffic Club of Newark, N. J., 
held its regular monthly meeting, May 
6, at the Robert Treat Hotel. Roy V. 
Wright, managing editor, Railway Age, 
spoke on “What the Employees Think 


of the Railroads.” The first golf outing 
of the season was held, May 9, at the 
Suburban Club, Union, N. J. 


The Camden, N. J., Industrial Traffic 
Club will hold its regular monthly meet- 
ing, May 20, at the Hotel Walt Whit- 
man. 


The Transportation Club of Saint 
Paul held its weekly luncheon meeting, 
May 7, at the Hotel Lowry. George H. 
Weiss, manager, Chicago office, Port of 
New York Authority, spoke on ‘The 
Port of New York and Its Port Au- 
thority.” 


Paul F. Zadach, division freight and 
passenger agent, Chicago, Rock Island 
& Pacific Railway Co., Rock Island, IIl., 


was elected president of the Tri-City 


Jt pays to— 
Ship by Truck 


Smart merchandisers realize the im- 


portance of speed which enables the 


display and sale of new merchandise 


days and sometimes weeks before a 


competitor has received his order. 


MOTOR TRUCK SERVICE IS THE 
EXPEDITED SERVICE 


DEPENDABLE SERVICE 


KEESHIN FREIGHT LINES, INC. 


IN REORGANIZATION 


WILLIAM F. DROHAN 


DANIEL D. CARMELL 


TRUSTEES 
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Traffic Club (Davenport, Rock Island, 
and Moline) at the May 2 meeting, held 
at the Lend-A-Hand Club, Davenport, 
la. He will complete the unexpired term 
of C. E. Carlson, who has been promoted 
to the position of assistant general 
freight agent, Chicago, Burlington & 
Quincy Railroad, and transferred to 
Kansas City, Mo. 

Herbert H. Behrel, new president of 
the Trafficmen’s Association of America, 
Chicago, Ill., is a 
charter member 
of the organiza- 
tion. He is a na- 
tive of Chicago 
and now resides 
in Des Plaines, 
Ill. He received 
his education in 
the public schools 
of Chicago, the 
Metropolitan Bus- 
iness College, La 
Salle Extension 
University, and 
Northwestern 
University. He 
has been con- 
nected with the 
Booth Fisheries 
Corporation since 
1921, and has served as traffic manager 
for the past twelve years. He is con- 
sidered an authority on the transporta- 
tion of refrigerated freight. He is also 
a member of the Traffic Club of Chicago 
and the Canadian Industrial Traffic 


H. H. Behrel 


‘League. Other officers are: First vice- 


president, W. P. McLaughlin, Kimbel 
Lines, Inc.; second vice-president, Thos. 
J. Hurley, Hartman’s Freight Rate Serv- 
ice, Inc.; secretary, Ralph J. Kelly, J. 
& S. Cartage Co.; treasurer, Howard 
Fulham, United Shipping Co. Directors 
are: Earl W. O. Bogan, Aero-Mayflower 
Transit Co.; Paul P. Breen, United Ship- 
ping Co.; William R. Butler, Kimbel 
Lines, Inc.; Fred E. Foster, U. S. Rubber 
Co., New York City; Robert L. Hill, 
Union Freightways, Omaha, Neb.; 
George N. LeMaire, Brady Transfer; 
John P. Loughnane, Traffic World; Frank 
L. Minton, Purity Bakeries Corp.; James 
W. O’Gara, Soo Line; Zeldon Parkhurst, 
Nickel Plate Road; Norcross W. Putnam, 
Gamble-Skogmo, Inc.; Robert E. Shylin, 
F. & S. Transit; and D. W. Stevenson, 
Summit Fast Freight. J. A. Burkley, 
owner, Freight Traffic Institute, is chair- 
man of the board of directors. 













The Traffic Club of New Haven 
Chamber of Commerce will hold its an- 
nual dinner, May 15, at the Hotel Taft. 
On May 16, the members will tour the 
Cedar Hill freight yards of the New 
York, New Haven & Hartford Railroad. 


The Tri-State Traffic Club, Cumber- 
land, Md., held its regular meeting, May 
8, at the Ala Ghan Country Club. O. C. 
Enge, manager of traffic and- sales, 
United Air Lines, Washington, D. C., 
was the guest speaker. 


The Traffic & Transportation Club of 
Philadelphia will hold its annual elec- 
tion meetine. May 28, at the Hotel 
Benjamin Franklin. Jack Lilienfeld, 
supervisor of warehousing and traffic, 
Lit Brothers, will be the _ principal 
speaker. 


The Women’s Traffic Club of Milwau- 
kee will hold its regular monthly din- 


ner meeting, May 13, at the Schroeder 
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Precision planned distribution calls for the science and power of 
L & L modern warehousing, Nerve Center of Distribution.* © Wherever 
your factory, however remote the consumer, L & L's elephant 
trunk of distribution moves your products with scientific speed from pick up, 
through storage, to delivery. © Yours for the writing, 
L & L's newest distribution brochure. 


*U.S. PAT. APPLIED FOR 


LENIGH WAREHOUSE AND TRANSPORTATION CO 


LEHIGH AT BROOKLYN 
LACKAWANNA WAREHOUSE COMPANY INC + LEHIGH WAREHOUSE AND TRANSPORTATION COMPANY — NEWARK 





ager 

con- 

orta- 

also 

cago 

caffic 

vice- 

mbel 

Thos. 

Serv- 

Yd 

ward 

ctors R 

ower d f 

Ship- ea y or 

mbe 

ibber 

mai, | Leavy Loads 

Neb.; 

isfer; 

‘rank [Our wharf substruc- 

james e 

nurst, jtures are designed for 

bwin, (unusually heavy ca- 

ren pacity and long life, 

chair- [by using new Mono- 
tube piling. 

faven tis sil cle > 

ts an- |10 minimize deterior- 


k — ation, and to increase 


Rate the life of our Mono- 
lroad. 


tube piling by many 
—~ decades, we _ install 
(©: (Cathodic Protection 
for assurance of long 


a. ¢. 
dependability. 





LEHIGH WAREHOLSE AND TRANSPORTATION COMPANY— ELIZABETH. *« LEHIGH WAREHOUSE CORP OF BROOKLYN 
LEHIGH TRANSPORTATION CO INC + FOREIGN & DOMESTIC CORP + FOREIGN & DOMESTIC BOTTLERS OF NY INC 


HEADQUARTERS: 98 FRELINGHUYSEN AVENUE * NEWARK 5, NEW JERSEY 





LEHIGH AT ELIZABETH 


























ey ee 
tt Tee | 


Te 





‘lub of 
1 elec- 
Hotel 
enfeld, 
traffic, 
incipal 


lilwau- 
ly din- 


iroeder Le a a MOST 





PORT 








1460 





Hotel. Marvin H. Creager, vice-presi- 
dent and editorial advisor, the Milwau- 
kee Journal, will be the principal 
speaker. 





The Traffic Club of Syracuse, N. Y., 
held its spring dinner dance, May 9, at 
the Syracuse Hotel. Fred C. Sheely, Jr., 
is chairman of the entertainment com- 
mittee. 





The Chippewa Valley Traffic Club 
held a dinner meeting, May 8, at the 
Moose Club, Eau Claire, Wisc. Walter 
Schumacher, Schumacher Motor Truck 
Lines was the principal speaker. 





The Grand Rapids Transportation 
Club will hold its annual outing, June 
6, at the Green Ridge Country Club. 


The Transportation Club of Seattle 
held a luncheon meeting, May 6, Mayor 
Cain, of Tacoma, Wash., spoke on “War 
Experiences and Government in Eu- 
rope.” 


The Traffic Club of Kansas City, Mo., 
held its spring dinner dance, May 4, at 
the Hotel President. A golf tournament 
and dinner was held, May 7. at the 
Santa Fe Hills. The spring smoker will 
be held June 8, at the Continental 
Hotel. 





The Traffic Club of New York will 
hold its next regular meeting, May 28, 
at the Biltmore Hotel. 





The Los Angeles Transportation Club 
held a luncheon meeting, May 6, at the 


Hotel Biltmore. Paul K. Yost, vice- 
president, Security First National Bank 
spoke on “What About Tomorrow in 
Southern California.” 





Edna May Collier, new president of 
the Women’s Traffic Club of the New 
Haven, Conn., 
Chamber of Com- 
merce, is chief 
clerk in the New 
Haven office of 
the Lehigh Val- 
ley Railroad, a 
position she has 
held for three 
years. Before go- 
ing with Lehigh 
Valley, she had 
worked for a year 
with the New 

n 
Edna May Collier jag nl 
road for a year, and prior to that, had 
spent five years in the employ of the 
New Haven Chamber of Commerce. The 
club is planning a trip through the City 
Hill transfer yards of the New Haven 
Railroad for May 25. President Collier 
has appointed Jessie Ardolino, secretary 
of the club, to have charge of its pub- 
licity matters. 








Carl M. Gautwick, assistant general 
freight agent, Northern Pacific, chair- 
man of the committee in charge of golf 
outings of the Traffic Club of Chicago, 
states that it has been found necessary 
to change the date of the outing origi- 
nally set for July 18 to July 24. It will 
be held at Calumet Country Club. The 





meeting of the Mid-West Shippers’ Ad- 
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change, he says, was made necessary by 
the setting of the date for the summer 


visory Board for July 17 and 18 at Bur- 
lington, Iowa. 


The Traffic Club of Haverstown will 
celebrate its first anniversary at the 
Alexander Hotel, with a dinner dance, 
E. George Siedle, general traffic man- 
ager, Armstrong Cork Co., Lancaster, 
Pa., will speak on “Stop, Look, and 
Listen.” 





F. J. Fuerst, division freight agent, 
Missouri - Kansas - Texas Railroad Co,, 
was elected president of the Traffic Club 
of St. Louis, at the annual election, 
April 30, at the York Hotel. Other offi- 
cers elected are: First vice-president, 
J. E. Hitt, vice-president, Walter Bled- 
soe Co.; second vice-president, Oris A. 
Vinyard, assistant general freight agent, 
Southern: Railway System; third vice- 
president, C. S. J. Flood, traffic man- 
ager, Anheuser-Busch, Inc.; and secre- 
tary treasurer, L. V. Gudiswitz, traffic 
manager, Graham Paper Co. The fol- 
lowing were elected members of the 
board of governors: E. P. Curran, vice- 
president and treasurer, Con P. Curran 
Printing Co.; C. H. Stock, traffic man- 
ager, Liggett & Myers Tobacco Co.; G, 
D. Malone, traffic representative, St. 
Louis-San Francisco Railroad; A. R. 
Bogan, traffic manager, Be-Mac Trans- 
port Co.; and J. D. Logan, general 
freight agent, Acme Fast Freight, Inc, 
The officers will be installed at the June 
4 meeting, to be held at the Jefferson 
Hotel. 
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MODERN MOTIVE viiedinaseaes 


The MINNEAPOLIS & ST.LOUIS Zacteay 


AND ITS TIME SAVING PEORIA GATEWAY 


Fast Modern Ships 





Pope & Talbot Lines modern ships 
built for wider adaptability in stow- 
age, speed your intercoastal ship- 
ments at a minimum of transit time. 
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EVERYWHERE 
ALONG THE WAY 





_ LYON COVERS 
) THE WEST COAST 


SAN FRANCISCO 












If the consignment is to any 
point in California, Oregon 
or Washington, specify Lyon. 
Offices in San Diego, Los 
Angeles, Fresno, Sacramen- 
to, San Francisco, Portland, 
Tacoma, Seattle. Member of 
AWA, NFWA, Allied Vans. ; 


MAIN OFFICES: LOS ANGELES, CALIFORNIA 








Call your local 
TWA Office for 
rates and information. 
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* CHICAGO 
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Chicago Great Western Railway 





Individualized 
Watching Service «x « « 


Let us keep your rate department up-to-the-minute ucts, (2) your raw materials inbound, (3) the territory 
on traffic matters pertaining to your products. covered by your shipments, (4) how you ship—rail, 


All tariffs filed with the Interstate Commerce Com- water or truck, and (5) the territory covered by your 


mission or the Maritime Commission and all reports, principal compelitiors—we: wil be pleased to let you 


; i ice, tailored t¢ t 
decisions and other documents issued by them will aaaee hed 0, waietiing-servian, Salted: Ae engl yar 


7 . ° +—W, b li 
be examined and you will be notified promptly of any pane regiment, Wt 468 Peete ot ak 


denn Mies wen ot will be pleasantly surprised at its reasonableness. 


Rates are changing over 
night. Let us watch them for 
your needs, but we are always glad to receive specific you. Write, phone or wire. 


The service is voluntary insofar as we can anticipate 


requests for the watching of a specific rate, the filing ay 


THE TRAFFIC SERVICE CORPORATION 


Long Distance Telephone: National 9214 
Let's talk it over. Just send us (I) a list of your prod- 1023 Earle Builcing Washington 4, D. C. 


of a tariff, of a complaint, a protest, etc. The service 


is reliable, prompt and accurate. 














































Tariff Interpretation 


_ Rhode Island.—Question: 3400 pounds 
of 2nd class freight moved between 
points taking rate scale 36 on page 184, 
New England Motor Rate Bureau, Inc., 
Class Tariff 3A, MF-ICC No. A 56. 

The shipper called the carrier and ad- 
vised it of this freight and requested a 
pick up. The carrier’s dispatcher know- 
ing the freight to be bulky inquired of 
the dimensions; the shipper supplied 
these and the carrier sent a truck to 
pick up the shipment on one truck and 
in checking found the shipper’s dimen- 
sions to be much too small. 

In billing the shipper the carrier 
charged him at the rate of .73c cwt. for 
6000 pounds, contending that the ship- 
ment required the full use of the vehicle 
and therefore, rule 28 of Coordinated 
Motor Freight Classification allows them 


FOR FEWER FREIGHT CLAIMS 


ACME 





The Acme Unit-Load process is ap- 
proved by the A.A.R. for bracing 
straight, mixed, pool and stop over 
cars, and bracing car doors. 


* nec. U. 8. PAT, OFF. 


ACME STEEL COMPANY 


LOS ANGELES 11 


NEW YORK 17 ATLANTA CHICAGO 8 





Improved Facilities speed 
shipments 


The Mannheim-Bensenville clas- 
sification and storage yard, now 
undergoing new development, 
enables traffic to by-pass con- 
gested Chicago terminals. Your 
freight—in any classification— 
moves with maximum speed and _ | 
safety via 
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to charge for a minimum of 6000 pounds. 

The shipper refused to pay this 
amount and paid the column B rate of 
8142c cwt. at actual weight, contending 
that this rate is applicable due to the 
fact that Item 5, page 27, Tariff 3A 
states that “this tariff is governed by the 
Coordinated Motor Freight Classification 
except as provided herein.” The carrier 
contends that this method of arriving 
at the rate is incorrect. 

Answer: If the shipment required the 
exclusive use of the vehicle then the pro- 
visions of Rules 28 and 30 must be ap- 
plied to the shipment. 

Item 5 of New England Motor Rate 
Bureau, Inc., Agent, MF-ICC No. ‘A-56, 
Class Rate Tariff No. 8-A, provides that 
this tariff is governed, except as other- 
wise provided herein, by Coordinated 


Motor Freight Classification No. 2, New ‘ 
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England Motor Rate Bureau, Inc., Agent, 
MF-ICC No. A-12, etc. 

Rule 28 of’ New England Motor Rate 
Bureau, Inc., Agent, MF-ICC No. 12, 
Coordinated Motor Freight Classification 
No. 2, defines a “truckload.’”’ It provides 
in part as follows: 

(a) When the freight consists of an article 
or articles taking the same class rating, the 
following weights shall constitute a truckload: 


When Rating of Article is: Class 2 
Truckload weight shall be: 6,000 pounds 


Rule 30 of this classification which 
provides the rules and regulations gov- 
erning the “Exclusive Use of Vehicles,” 
reads in part as follows: 

When a shipper requires exclusive use of 
equipment for a less than truckload shipment, 
charges will be assessed on basis of the truck- 
load rate and truckload minimum weight foi 
the articles shipped. 

Unless there are specific provisions 
published in the class rate tariff, or in 
the Exceptions to the Coordinated Motor 
Freight Classification MF-ICC No. A-50, 
as provided in Item 5, which take prece- 
dence over the provisions of the rules 
published in Coordinated Motor Freight 
Classification No. 2, the provisions of the 
Coordinated Motor Freight Classifica- 
tion No. 2 apply. 

It therefore appears that the truck- 
load rate and minimum weight as pro- 
vided in Rule 28 must be applied to the 
shipment and not the L. T. L. rate at 
actual weight. 


Tariff Interpretation 


Kentucky.—Question: Farrell’s Freight 
Forwarders Class Tariff No. 2, under 
Column 40, Rate Basis 2505 A provides 
$2.50 cwt. rate from Louisville to Los 
Angeles for application on iron or steel 






















Streamlined-Diesel- Powered 


AMERICAN AIRLINES 
AIRFREIGHT 








® The MISSOURI RIVER EAGLE 
Daily between St. Lovis-Kansas City and St. Joseph, 
Lincoln and Omaha. 


® The COLORADO EAGLE bDoily 
between St. Lovis-Kansas City and Pueblo, Colorado 
Springs ond Denver. 


® The DELTA EAGLE Daily between 
Memphis, Helena, Ark. and Tallulah, Lo. 
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pipe fittings. Note 3, Farrell’s Freight 
Forwarders Commodity Tariff No. 6 pro- 
vides an arbitrary 5%c rate on the same 
commodity when used in connection 
with the rates to Los Angeles, California. 

It is the contention of a number of 
forwarding companies that the arbi- 
traries published under Note 3 in Com- 
modity Tariff No. 6 cannot be used in 
connection with the $2.50 rate published 
in Forwarders Tariff No. 6 and that the 
$2.73 rate named on page 145 of Tariff 
No. 6 must be used in connection with 
this arbitrary. 

It is our contention that the $2.50 
class rate is the correct factor to use 
for the following reasons: 


1. Arbitraries named in the note are not 
restricted to any kind of rates. Local rates, 
proportional rates, class rates, or commodity 
rates may be used. 


The Port of San Francisco 


* Center of Pacific Coast Shipping 


for a Century 


2. Items 54 and 74 of Tariff No. 6 provide 
that class rates apply only when lower than 
commodity rates. 


3. Arbitraries on page 184 of Tariff No. 6 
are restricted to rates named in Group 3. If 
it were intended to restrict arbitraries under 
Note 3, the tariff should carry the same type 
of restriction. 

Your interpretation will be appreci- 
ated. 

Answer: As we understand the above 
problem, Agent James J. Farrell pub- 
lishes in his ICC-FF No. 2, west bound 
Tariff No. 2, a class rate from Louisville, 
Ky., to Los Angeles, Calif. Likewise, 
this agent publishes in his ICC-FF No. 6, 
West Bound Tariff No. 6, a commodity 
rate from and to the above named points. 

In commodity tariff No. 6 there is 
published a Note 3 which provides 
through rates to points in California and 
Nevada listed therein, by adding the ar- 


* 


BOARD OF STATE HARBOR COMMISSIONERS 
Ferry Building, San Francisco, Calif. 
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bitraries set forth to the rate to Los 
Angeles, Calif. 

We agree with the contention of the 
forwarders that the arbitraries published 
in Note 3 of the commodity tariff cannot 
be used in connection with the rates pub- 
lished in Class Tariff No. 2. The arbi- 
traries in Note 3 are only to be used 
where reference is made to Note 3 in 
commodity tariff No. 6. 

This is our opinion, in the absence of 
some specific provision in commodity 
tariff No. 6 for such use of the arbi- 
traries or a provision in the class tar- 
iff for the use of the arbitraries. 


Routing and Misrouting 


New York.—Question: We would ap- 
preciate your opinion on the following: 
In April, 1944, we shipped three cars 
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Freight moves faster on 


World's Largest 
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streamliner FLEET 
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Furniture and Equipment 
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VAN LINES 
INC. 


TIMKEN BEART 


The Timken Roller Bearing 

application has proved very 

successful under Union Pacific 

R. R.""Challenger" high-speed freight cars 
during the last 5!/2 years and now is being 
used under some of the new light-weight 
body box cars just built for Rock Island Lines. 


Yes, freight will move faster and faster as more and more Timken 
Roller Bearing cars go into service. The Timken Roller Bearing 
Company, Canton 6, Ohio. 
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The Wreckers 


If you ever want to tear a wing 
off an airplane, check with the 
men in the Structures Lab at 


Lockheed’s Factory B-1 in Bur- 
bank. These boys are experts. 












Not long ago their entire career 
consisted of deliberately ruining 
the meticulously engineered 
assemblies that went into the 
Constellation, just to see if the 
parts came up to Lockheed’s ex- 
acting standards. 




























For instance: they took up num- 
ber 61 (the first Constellation), 
blew a hole in one of the two 
tires on the nose landing gear, 
and then brought the plane in 
at 80 mph. The Constellation 
landed nicely. 


Another time these testers pur- 
posely threw dirt and water into 
the oil lines of the hydraulic 
booster system, forcing it to 
work under what they under- 
state as “adverse conditions.” 
Adverse, that is. 







They even kicked around a 
whole tail control assembly in a 
chamber that was 70 degrees 
below zero (Fahrenheit) until 


all the low-temperature bugs 
had been licked. 


As a result of this kind of highly 
creative destruction, which goes 
on at Lockheed year in and year 
out, the Constellation is the most 
advanced and safest transport 
in service today. 


Lto L forl 


©1946, Lockheed Aircraft Corp., Burbank, Calif. 



















of lumber from Mt. Vernon, Illinois to 
Sacramento, California, consigned to the 
D Railroad Company. Their routing in- 
structions specified routing via the A-B- 
C-D-E railroads. Our shipping clerk fol- 
lowed these instructions with one ex- 
ception. Instead of showing the E rail- 
road on the route line, he mserted same 
on the delivering carrier line. 

In billing these three cars the A rail- 


_road omitted to show the E Railroad as 


the delivering carrier, and their waybills 
read A-B-C-D railroads. 

We are asked by the D railroad to re- 
imburse them in the amount of. $185.53 
for foreign line freight charges; east of 
Salt Lake City. 

Answer: Under the routing instructions 
furnished by the purchasing carrier the 
terminal carrier, E, was entitled to a 
line haul. See the report of the Com- 
mission in Fechheimer Steel & Iron Co. 
Pennsylvania R. R. Co., 51 I. C. C. 
183. 

Under the routing instructions fur- 
nished by you the terminal carrier E, 
was entitled only to make delivery of 
the shipment. See Traffic Bureau, Lynch- 
burg Chamber of Commerce vs. Virgin- 
ian Ry. Co:, 191 LC. C. 479. 

Under the initial carriers routing the 
terminal carrier shown in the purchas- 
ing carriers routing instructions did not 
receive a road haul to which they were 
entitled under those routing instructions. 

Based upon your statement of facts, 
there was a breach of contract on the 
part of the shipper and misrouting on 
the part of the initial carrier. 

If the routing specified by the initial 
carrier -in its billing of the shipments 
was the proximate cause of the assess- 
ment of charges in excess of those which 
would have accrued had the shippers 
routing been observed that carrier is li- 
able for misrouting. 


If, however, the misrouting on the 
part of the initial carrier was not the 
proximate cause of the damage, in that 
the assessment of additional charges 
would have resulted had the shippers 
routing instructions been observed by 
the initial carrier, there was misrouting 
on the part of that carrier but not mis- 
routing from which damage resulted. 
See Lathrop, Shea, Henwood Co. vs. 
Lehigh Valley R. R. Co., 24 I. C. C. 622. 


In this case the Commission held that 
while carriers have no right to disre- 
gard routing instructions contained in 
bills of lading accepted by them, repara- 
tion should not be awarded in case where 
the misrouting is not the cause of dam- 
age. 

Liability of Motor Carrier for Injury to 
Shipments Where Consignee’s Em- 
ploye Assists in Unloading Shipment 
North Carolina.—Question: One case 

of printing paper (unruled) was moved 

from Lynchburg, Va., to Asheville, N. 

C., by truck in October, 1945. On ar- 

rival at consignee’s place of business the 

truck containing the shipment stopped 
in front of consignee’s place of business 
at destination. The driver of the truck 
was asked to drive his truck next to the 
curb so that it would be easier to un- 
load. This he did not do, but left his 
truck on the opposite side of the street 
from the consignee’s place of business. 
The consignee’s man who takes care of 
receiving shipments sent out one of his 
helpers and asked the driver if the two 
of them would slide the box forward in 
the truck while he went into the con- 
signee’s place of business to get the 
hand trucks with which we would be 
back to assist them in getting the box 
off the truck. The consignee was sitting 
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at his desk looking out of the window 
and saw the case of paper in question 
fall out of the back end of the truck. 
The paper was damaged to the extent 
that it was worthless, but the trucking 
company refuses to pay the claim 
($52.80) based on Rule 21 of National 
Motor Freight Classification. 

Please advise if the carrier is justified 
in that action. 

Answer: Rule 21 of the National Mo- 
tor Freight Classification requires the 
consignee to unload shipments of cer- 
tain dimensions or weight. The rule also 
provides that additional help will be 
employed by the carrier to unload such 
shipments. 

Rule 21, in our opinion, is not appli- 
cable to facts you set forth, if the injury 
to the shipment was either the result of 
negligence on the part of the truck driv- 
er or joint negligence on the part of the 
truck driver and the consignee’s em- 
ployee. As to the latter, see Hanaman 
vs. Liberty Trucking Co., 11 N. W. 2d 
130, referred to in our answer to New 
Jersey, on page 1108 of the November 
3, 1945 Traffic World, under the above 
caption. 


Liability of Carrier Where Shipper 
Misdirects Goods 

West Virginia.—Question: A shipment 
of frozen fish, with no marking what- 
ever on the package, was tendered to 
and received by a motor carrier for 
transportation in interestate commerce. 
Said package, as a result of the ship- 
per’s failure to mark, stencil or tag in 
accordance with Rule 6 of National Mo- 
tor Freight Classification, was lost in 
transit, and when located thirty days 
later the fish had spoiled. __ 

Is the carrier, in your opinion, legal- 
ly responsible for this damage? 

Answer: The carrier is not liable for 
loss of the goods due to the negligent or 
wrongful act of the shipper, to the dis- 
regard of a known rule of the carrier 
which is reasonable and adopted for the 
mutual interests of the carrier and ship- 
per, or to a violation of the rules made 
by the interstate commerce conmis- 
sion. The shipper’s failure to mark a 
portion of the freight shipped as re- 
quired by regulations does not, how- 
ever, relieve the carrier from liability 
for loss of the portion properly marked. 
See Grammes vs. Central R. Co. of New 
Jersey, 112 532. In this case the court 
said: 

Where railroad by haste in moving freight 
prevented shipper from properly marking the 
freight, and where the railroad received such 
freight not properly marked, and issued a 
through bill of lading therefor, which did not 
show the markings on the freight, as required 
by the regulations of the company adopted 
under Act. Cong. June 18, 1910 (U. S. Comp. 
St. Sec. 5863(4)), it could not avoid liability 
(U. S. Comp. St. Sec. 8604a), on the ground 
that the shipper did not mark the freight as 
required. 

Had defendant observed its own regula- 
tions, and the loss been occasioned by plain- 
tiff’s failure to comply therewith, the point 
it now seeks to raise, viz., is a carrier respon- 
sible for a loss resulting from the shipper’s 
failure to observe its rules: would have been 
up for consideration. Here, however, defend- 
ant by its haste prevented plaintiff from 
marking the freight as required, did not ob- 
serve its own regulations—as the Act of 1910. 
relied on (by it) requires it to do—in that 
it received freight which was not all properl) 
marked, arid issued a through bill of lading 
therefore which did not show the markings 
on the barrels, and yet seeks to escape the 
liability which the act of Congress imposes. 
though the fault was all its own. This, 0! 
course, it cannot do; and hence, since the 
assignments of error do not question the 
amount of the verdict, we need not conside! 
the other points argued; though it may be 
said the maximum of escape from liability 
would, in any event, be the value of the brass 
in the unmarked barrels, and, though having 
the burden of proof on this point, defendant 
gave no evidence as to either the number 0! 
value. ‘ 
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NOTE—lItems in the docket marked with an asterisk (*) have been added since the last issue 
of THE TRAFFIC WORLD. New assignments now on the Commission’s docket of dates later 
than herein shown will not bear asterisks when they do appear. Current cancellations and 
postponements announced too late to show the chanqe in this docket will be noted else- 

























where. 
May 13—Albany, N. Y.—Fed. Bldg.—Exam- May 13—San Antonio, Tex.—Hotel Plaza— 
iner Myers: Examiner Cox: 
MC 106498—L. K. Skipworth, Newburgh, MC F-3076—G. L. Mann et al., lease, J. 
N. Y., common carrier application. Amberson. 
May 13—Atlanta, Ga.—Atlanta Biltmore Hotel May_ 13—Seattle, Wash.—Olympic Hotel—Jt. 
gy Rice: Ba. 3: 
. & S. 5366—Stone, L. C. L. within and to MC 68618, Sub. 7—Los Angeles-Seattle Mo- 
“w. T. L. territory. tor Express, Inc., Seattle, Wash., common 
May 13—Baltimore, Md.—Association of Com- earrier application. 


merce—Examiner Alvord: 

MC F-3121—Tidewater Express Lines, Inc., 
purchase (portion), Elliott Brothers 
Trucking Co., Inc., and C. E. Houff. 

MC F-3127—Chesapeake Motor Lines, Inc., 
lease, Capitol Motor Lines, Inc. 

May 13—Columbia, S. C.—Wade Hampton Ho- 
tel—Jt. Bd. 177: 

MC 1504, Sub. 69— Atlantic Greyhound 
Corp., Charleston, W. Va., common car- 
rier application. 

May 13—Denver, Colo.—Argonaut Hotel—Ex- 
aminer Clifford: 

MC F-3117—E. V. Garnett, purchase (por- 
tion), F. W. Miller. 

May , 13 Denver, Colo.—Argonaut Hotel—Jt. 


MC 93470, Sub. 2—Wolbach and Blacker, St. 
Francis, Kan., common carrier applica- 
tion. 

May 13—Denver, Colo.—Argonaut Hotel—Ex- 

aminer Garofalo: 

MC 106562, Sub. 2—Bowers & Son, Denver, 
Colo., contract carrier application. 

May 13—Houston, Tex.—Ben Milam Hotel— 

Examiner Borroughs: 

MC 32528, Sub. 18—Union City Transfer, 
Beaumont, Tex., certificate to extend op- 
erations. 

May 13—Huron, S. D.—Marvin Hughitt Hotel 

—Jt. Bd. 26: 

MC 103846, Sub. 2—R. D. Shoemaker, Carth- 
age, S. D. common carrier application. 
May 13—Indianapolis, ind.—U. S. Ct. House 

& P. O. Bildg.—Jt. Bd. 72: 

MC 10761, Sub. 17—Transamerican Freight 
Lines, Inc., Detroit, Mich., common car- 
rier application. 

May 13—Jackson, Miss.—Robert E. Lee Hotel 

—Jt. Bd. 28: 

MC 58829, Sub. 1—R. W. Wood Trucking 
Co., Natchez, Miss., common carrier ap- 
plication. 

May 13—Kansas City, Mo.—Hotel Pickwick— 

Examiner Masoner: 

MC 8582, Sub. 1—W. H. Green & Sons, 
Clearmont, Mo. 

MC 66554, Sub. 2—Parker Transfer Co., 
Kansas City, Kan., contract carrier ap- 
plication. 

May 13—Los Angeles, Calif.—Fed. Bldg.—Ex- 
aminer Stiles: 

29488—California Milling Corp. et al. vs. 
A. T. & S. F. et al. 


May 13—Mason City, la.—Hanford Hotel—ZJt. 
Bd. 146: TRI-CITIES vg 























































aminer Angle: 

MC 77951, Sub. 1—Federal Transportation 
Co., Houston, Tex., common carrier ap- 
plication. 

May 13—New York, N. Y.—641 Washington 
St.—Examiner Freidson: 

MC 9876, Sub. 11—National Transportation 
Co., Bridgeport, Conn., common carrier 
application. 

May 13—New York, N. Y.—641 Washington austin an 
St.—Examiner Simms: san antonio ee 

MC 64930, Sub. 6—Rockland Express, Nyack, in J 

N. Y., common carrier application. 
May 13—New York, N. Y.—641 Washington LAREDOJ™ 
St. as Bad. 42: NUEVO LAREDOSY tof BROWNSVILLE 

* MC 30532, Sub. 13—New York & New AND SOUIW AMERICA 
Brunswick Auto Express Co., Inc., High- 
land park, N. J. 

May 13—St. Louis, Mo.—Mark Twain Hotel— 
Jt. Bd. 243 
MC 15318, Sub. 22—Kimbel Lines, Inc., Cape 
Girardeau, Mo., common carrier applica- R RA N | FF 
on 

May 13—St. Louis, Mo.—Mark Twain Hotel— 
Jt. Bd. 179: 

MC 66562, Sub. 729— Railway Express 
Agency, Ine., New York, N. Y., common 
carrier application. 
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les CORPUS CHRIST! 

















May 13—Traverse City, Mich.—County Ct. 
House—Jt. Bd. 76: 

MC 66562, Sub. 735—Railway Express 
Agency, Inc., New York, N. Y., common 
earrier application. 

May 13—Washington, D. C.—Examiner 
Brown: 
W-911—H. E. Savage, Jr., application. 
vais ear ce D. C.—Examiner Naf- 
alin: 

MC-C-409—Glenn L. Martin Co. vs. W. T. 

Cowan, Inc. 


he Ee, Ss. C.—U. S. Ct.—Jt. Bd. 


MC 52953, Sub. 5—E. T. & W. N. C. Trans- 
portation Co., Johnson City, Tenn., com- 
mon carrier application. 


May 14—Harrisburg, Pa.—State Comm.—Ex- 
aminer Alvord: 

MC F-3073—A. L. Buch et al., purchase, 
C. J. Godfrey. 


May 14—Indianapolis, Ind.—U. S. Ct. House 
& P. O. Bldg.—Jt. Bd. 72: 
MC 1502, Sub. 60—Pennsylvania Greyhound 
Lines, Inc.. Cleveland, O., common car- 
rier application. 





cHICAGD, Braniff Air-Freight provides “twin” service. 


MC 106388—V. W. Rapp, Northwood, Ia., hy For Pick- i i 
contract carrier application. DENVER J ie one aietty al ery - 
May 13—New Orleans, La.—Jung Hotel—Ex- | your local Braniff office—a truck will call 


at your place of business. For Airport-To- 
Airport service, deliver your shipment to 
the Braniff Air-Freight terminal...you will 
be given a refund of 20c per 100 pounds. 





-FREIGHT 


Write Braniff Airways, General Traffic Office, Love Field, Dallas 9, Texas 
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May i4—Indianapolis, Ind.—U. S. Ct. House May 14—Monte Vista, Colo. —Federal Bidg. 
and P. O. Bldg. —Jt. Bd. 125: 
MC 106657—Jansma Cartage Co., Munster, MC 104742, Sub. 3—J. F. Gallegos, Fort 


Ind., common carrier application. 
May 14—Kansas City, Mo —Hotel Pickwick— 
Jt. Bd. 36: 
MC 145, Sub. 3—W. Massey, La Cygne, 


Garland, Colo., 
tion. 

May 14—New York, N. Y.—641 Washington 
St.—Examiner Myers: 


common carrier applica- 










Kan., common carrier application. MC 1117, Sub. 1—C. & L. Motor Transporta- 

May 14—Lebanon, N. H.—Municipal Bldg.— tion Co., Inc., Yonkers, N. Y., common 
Jt. Bd. 133: carrier application. 

MC 106093, Sub. 1 (amended)—Rutland- MC 35628, Sub. 83—Interstate Motor Freight 







White River Line, White River Junction, 


System, Grand Rapids, 
Vt., common carrier application. 


carrier application. 


Mich., common 











May 14—Los Angeles, Calif.—Fed. Bldg.— May 14—New York, N. Y.—641 Washington 
Jt. Bd. 7: St.—Examiner Simms: 
MC 2890, Sub. 4—All-American Bus Lines, MC 106556—Windsor, Inc., Stockport, N. 














Inc., Chicago, Tll., 
cation. 

MC 50006, Sub. 11—Pony Express Stages, 
Los Angeles, Calif., common carrier ap- 





common carrier appli- Y.. contract carrier application. 

May 14—Pierre, S. D.—State Comm,.—Exam- 
iner Proudley: 

MC 68250, Sub. 6—Parco Garage Co., 























Cas- 




















plication. per, Wyo., common carrier application. 
May 14—Los Angeles, Calif.—Fed. Bldg.—Jt. May 14—Pueblo, Colo.—Fed. Bldg.—Examiner 
pa.. 11; Garofalo: 
MC 2890, Sub. 4—All American Bus Lines, MC 106516—Lowder Truck Line, Pueblo, 





Inc., Chicago, Ill. Colo., 





common carrier application. 
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Akout Alabama State 
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IMustrating the many ad- 
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ALABAMA STATE DOCKS AND TERMINALS 


Mobile 4, Alabama 
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May 14—St. Louis, Mo.—Mark Twain Hotel— 
ot. a. i: 

MC 104654, Sub. 22—Commercial Transport, 
Inc., Belleville, Ill., common carrier ap- 
plication. 

May 14—St. Louis, Mo.—Mark Twain Hotel— 
at. Ba. 21: 

MC 106611—F. G. Taylor, Benton, Ill., con- 
tract carrier application. 

May 14—St. Louis, Mo.—Hotel Coronado—Ex- 
aminer Stiles: 

1. & §S. 5386—Petroleum products, 
Line to South 

May 14—Seattle, Wash. —U. S. Ct.—Jt. Bd. 

MC 68618, Sub. 6—Los Angeles-Seattle Mo- 
tor Express, Inc., Seattle, Wash., common 
carrier application. 

MC 102812, Sub. 1—Wells Cartage, Ltd., 
Vancouver, B. C., common carrier ap- 
plication. 

May 14—Washington, D. C.—Jt. Bd. 261: 

MC 12299—J. P. Toomey, Washington, D. C. 

May 22 — Washington, D. C. — Examiner 
Weems: 
29299--B. E. Mays vs. Southern Ry. 
a la.—Fed. Bldg.—Jt. Bd. 
MC 106468—C. H. Sovereign, 
common carrier application. 
May 15—Atlanta, Ga.—Atlanta Biltmore Hotel 
—Examiner Rice: 
29492—-Tennessee Valley Authority vs. At- 
lantic Coast Line et al. 
29451—-International Minerals & Chemical 
Corp. vs. Atlantic Coast Line et al. 
29475—Swift & Co. vs. Albany and North- 
ern Ry. et al. 


Trunk- 





Cresco, Ia., 


29475, Sub. 1—Armour & Co., vs. Albany 
and Northern Ry. et al. 
29452—The Davison Chemical Corp. vs. At- 


lantic Coast Line et al. 
May 15—Dubuque, lta.—U. S. Ct.—Jt. Bd. 54: 
MC 19778, Sub. 15—C. M. St. P. & P. R. R. 
Co., Chicago, Ill., common carrier appli- 
cation. 
May 15—Dubuque, la.—U. S. Ct.—Jt. Bd. 92: 
MC 52770, Sub. 3—Dairy Dispatch Co., Du- 
buque, Ia., common carrier application, 
May 15—Greenville, S. C.—U. S. Ct.—Jt. Bd. 


131: 

MC 30772, Sub. 20—Atlantic States Motor 
Lines, Inc., High Point, N. C., common 
carrier application. 

May 15—Indianapolis, Ind.—U. S. Ct. House 
& P. O. Bldg.—Examiner Cosby: 
MC 102929, Sub. 6—National Driveaway 


System, Elwood, Ind., 
plication. 
May 15—Jackson, 

—Jt. Bd. 28: 
MC 106016, Sub. 1—Pearl River Valley Bus 
Line, Pacayune, Miss., certificate. 
May 15—Kansas City, Mo.—Hotel Pickwick 
Jt. Bd. 36: 
MC 45893, Sub. 2—Ross Truck Lines, Paola, 
Kan., common carrier application. 
May 15—Lansing, Mich.—Olds Hotel—Exam- 


iner Hanback: 
MC 61741, Sub 17—Great Lake Greyhound 
Detroit, Mich. 


Lines, Inc., 

— Colo.—Fed. 
MC 106082, Sub. 1—Peterson’s Garage. Tel- 
luride, Colo., common carrier application. 

May 15—New York, N. Y.—641 Washington 
St.—Examiner Myers: 

MC 58959, Sub. 1—Manhattan Express & 
Trucking Corp., New York, N. Y., com- 
mon carrier application. 

MC 40815, Sub. 4—Reservoir Bus Lines, Inc., 
Bronx, N. Y., common carrier application. 

May 15—New York, N. Y.—641 Washington 
St.—Examiner Simms: 

MC 2835, Sub. 17— Adirondack Transit 
Lines, Inc., Kingston, N. Y., common car- 
rier application. 

May 15—Philadelphia, Pa.—U. S. Ct.—Exam- 
iner Alvord. 

MC-F 3134—W. 
Palmer. 

May 15—Pierre, S. D.—State Comm. —Jt. Bd. 
147: 

MC 106641—R. Wilson, Miller, S. D., 
mon carrier application. 

May 15—Pierre, S. D.—State Comm.—Exam- 


common carrier ap- 


Miss.—Robert E. Lee Hotel 


Bldg.—Jt. Bd. 


E. Fowser, purchase, J. J. 


com- 


iner Proudley: 

MC 106636—H. L. Beck, Ree Heights, S. D 
common carrier application. 

MC 100777, Sub. 1—V. W. Biddle, Miller, 


S. D., common carrier application. 
May 15—Reno, Nev.—Chamber of Commerce 
Examiner Clifford: 

MC-F 3102—Greyhound Corp., control; Pa 
cific Greyhound Lines, control, O. C. & N. 
Stages, Inc. 

May 15—St. Louis, Mo.—Mark Twain Hotel— 
Examiner Jackson: 

MC 30378, Sub. 16—Associated Transports. 

Ine., St. Louis, Mo., common carrier ap 


plication. 

MC 4405, Sub. 153—Dealer’s Transport Co., 
Chicago, Ill., common carrier application. 

May 15—San Antonio, Tex.—Hotel Plaza—Ex 
aminer Cox: 

MC-F 3017—K. M. Fisher, 

ford. 


lease, R. C. 








Craw- 





aeons of 
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